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Rotary Shaper. 





The engraving and the following description of this machine 
‘are froth the Journal of the Franklin Institute : 


This ®achine has been devised with the view of providing 
haeehire shops, and especially repairing shops, with a tool for 
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a variety of purposes, which have heretofore required separate 
machines. It is universal and always ready for use, and can, 
without requiring any renewal or replacing of parts, be used 
for a variety of purposes: such as horizontal aril ing or boring, 
turning, planing, key-seat cutting, gear-cutting and slotting ; 
the latter operation can be so conducted as to cut either a ver- 
tical, horizontal, diagonal or angular slot. 

Un reference to the accompanying perspective drawing : A 
represents the cast-iron bed of the machine; F, a movable 
table attached to the front of the same, and C and B, a movable 
head-stock and slide at the rear. 

The table, F, which is intended to carry the object or objects 
to be operated upon, is arranged to move vertically ; and the 
head-stock, O, is furnished with a revolving spindle, D, and is 
arranged to be moved both longitudi y and transversely. 
All or any of these movements can be imparted to the table and 
head stock, by hand or automatically. 

The vertical movement is imparted to the table, F, by a verti- 
cal screw spindle, not shown in the drawing, which derives its 
motion from a horizontal spindle, the end of which, provided 
with a crank, is seen projecting from the casing, J. By means 


of the crank the table can be raised or lowered by hand, while 
if it be desired to move it automatically, connection is made 
with the driving shaft, J, by an adjustment of the lever, 





— 


which apie through the slot at the left-hand side of the 
casing, J. 

The feed screw, H, by which the slide, B, is moved automati- 
cally upon the guides of the bed, derives its motion from the 
shaft, J, through the medium of cog gearing contained within 
the casing, J, and by adjusting a shifter, > the direction of 
the motion of the transmitting gear can be changed in order to 
reverse the movements of both the slide, B, and table, F. 
Either or both of the latter can be thrown out of gear with the 
driving shaft, when it is necessary that they should remain at 
rest or be operated by hand. To operate the slide by hand, the 
half-nut which engages with the feed screw, H,is drawn back 
from the latter by an adjustment of the screw spindle, L, after 
which it is only necessary to turn a pinion, which is hung to 
the side and adapted to tho teeth of a rack, G, on the bed. 

The required transverse movement can also be imparted to 
the head-stock, C, either by hand or automaticaily. The hand 
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of the shaft, and adapted to aco ley hung to the 
pulley-shaft of the carriage. By means this gear, which 
is self-adjusting to the movements of the carriage, a 
——— movement is imparted to the pulley, P, from thé 
80a t, s 

In order to illustrate the operations of the machine, let it be 
supposed that a block of metal, suitably secured upon the ta- 
ble, F, is to be planed by a revolving tool, 2, screwed into tho 
spindle of the head stock, the table per | properly set before 
commencing the work, and the parts so adjusted thet the said 
table shall not be automatically raised or lowered. The stops 
or lugs are then properly adjusted upon the inner continuation 
of the driving shaft, and the machine set in motion. The head 
stock, carrying the tool Z, will first be carried in one direction 
until it strikes one of the above-mentioned stops, which will 
have the effect of turning the shifter, K, and reversing the mo- 
tion, and the head-stock will then be moved in the opposite di- 


NANASSS SS 
YY 


SS 








— a ~ 
tinge . 





AKL ONGACRE=00 


ie 





VAN,{HAAGEN & CO.’S PATENT ROTARY SHAPER, 


movement being obtained by means of a rack and pinion, 
while if the head-stock is to be operated automatically, a screw- 
feed is employed, which derives its motion through the medium 
of a worm and wheel from the driving-shaft, J. 

When it is necessary to automatically reverse the movement 
of the parts, as in pl g, for instance, adjustable lugs or 
stops are attached to the inner continuation of the driving- 
shaft, J, which lugs are struck alternately by the slide, B, this 
having the effect of turning the shifter, A, and of consequently 
reversing the movement. 

The power by which the machine is driven, both by the driv- 
ing-pulley, J, and spindle of the +head-stock, is derived from a 
single line shaft, S, which has its bearings in a har ‘er above 
the machine. As the driving-pulley, J, of the mach. .e has no 
traveling motion, it is driven poe t y by a belt extending down- 
ward from a cone pulley on the shaft, 8. In order, however, 
to accommodate the cone ey, D, of the head-stock in its 
various movements, a movable carriage, M, is employed, which 
runs freely upon the hangers, and carries a cone pulley, F; 
arranged to travel transversely across the carriage, so that it 
will always follow and be directly above the foot of the head- 
stock. 

The shaft, S, is squared and carries a conical grooved friction 
pulley, /, arraged to slide upon without turning independently 














rection. The table is then raised or lowered as required, _ 

order to present another portion of the surface of the block to 
the action of the tool, the latter moving backward and forward 
as the motion of the head-stock is reversed, until the entire sur- 
face has been planed. 

For horizontal drilling it will be only nece 
head-stock C forward, either automatically or by 
the —- secured upon the table. 

In slotting, a revolving tool is used, and the table F, or the 
head-stock, or both, will have to be moved either automaticaily 
or by hand, as the slot is vertical, horizontal, diagonal or 

For cutting the teeth of cog wheels a revolving tool is used 
also, and the wheel is secured in a horizontal position upon the 
table, to which a vertical reciprocating motion is im 
The wheel thus placed upon the table should be sec to and 
controlled by appropriate mechanism for determining the 
number of teeth and the proper distances between the same. 

The machine can also be used for cutting key-seate in _ 
leys, without removing the latter from the position in which they 
are secured upon the table, in order to be turned out inside. 
The cylinder of a steam-e e can likewise, when secured to 
the table, be bored out, off, and drilled for the bolts with- 
out being moved from its ition. 


to move the 
towards 


The distance between the spindle and table in the lowest po- 
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sition is twenty-four inches; between the spindle and top of 
bed frame, eighteen inches ; and between the spindle and top 
of slide rest, ten inches. It is driven by a cone, with four 
changes for a three-inch belt, and double-geared, giving eight 
speeds to spindle. Self and hand feeding with four changes. 
e head-stock has twenty-seven inches traverse and a rapid 
hand movement by a crank, and moves longitudinally three 
feet nine inches, with eight changes of speed. The table moves 
vertically two feet, with eight changes of speed, and swings 
and slides upon its bed. : p : 

The advantages claimed for this tool are that it combines in 
itself the functions of several machines which have heretofore 
been separate. : ‘ ‘ 

That in dressing up a face it cuts continuously, as it moves 
forward, being capable of cutting or dressing a width of from 
one-half inch to ten inches in one cutting. The machine can 
be made to cut as smooth as glass, thus dispensing with the 
necessity of filing. Finally, its convertibility from one func- 
tion to another makes it a most convenient adjunct to the ma- 
chine shop, since, by simply turning a hand-wheel to disengage 
a screw, itis converted from a planer into a peggy by woe or, 
again, into a head lathe, by simply screwing to the head-stock 
spindie a lathe face-plate, and fastening a tool-post or a slide- 
rest on the table opposite. 

These machines are built by Messrs. C. Van Haagen & Co., 
whose address is No. 2,341 and 2,343 Callowhill street, Phila- 
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PRACTICAL FIELD ENGINEERING. 





no. XI. 





‘ ROAD CROSSINGS AND PASSWAYS. 


Much of what has been said in the two last preceding articles 
of this series will apply as well to road crossings and passways 
as to culverts and cattle guards. 

Wherever a line of railroad crosses a public or private road, in 
order to work as little damage as possible to these established 
lines of travel the crossings must be ma de 
as convenient and safe as possible. 

Crossings are of three kinds : 

J. Crossings at grade. 

2. Crossings where the permanent 
way of the railroad is above the road 
to be crossed, 

3. Crossings where the railroad is un- 
der the public or private roadway. 

A simple inspection of the working 
profile will generally determine what 
kind of crossing is required, but it some- 
times happens that a grave mistake oc- 
curs by not making in person a thorough 
«xamination of the subject on the field. 
Jt must be borne in mind that the pro- 
file only represents a longitudinal sec- 
tion at the center line of the railroad, 
and it may, and does frequently hap- 
pen that laterally, on either hand, the 
surface conformation suddenly changes, 
especially ip a region of what geologists 
call “local upheaval.” 

The nature of the ground should be carefully examined, and 
also the strata underlying the surface. For instance, where 
the profile shows a cutting of ten feet at a road crossing, it 
would be best, under the ordinary circumstances of a clay cut 
and a moderately level surface, to lower the highway or private 
road to the level of the railroad; but if the cut should be 
through hard stone, or if it should be excavation in the bed of 
a ravine, then it might be cheaper and safer to elevate the 
highway or private road and carry it above the railroad on a 
trestle or brace bridge. The rule in every case should be to 
leave the road you have severed as nearly as possible in as good 
condition as you have found it. 

Crossings at grade are generally made of strong oak plank 
twelve feet long and three inches thick, laid in the direction of 
the line of the railroad. The laying of these crossings is gener- 
ally left to section hands, and no particular directions need 
here be given more than to say that a clear way for the wheel 
tianges of rolling stock must left, and the crossing must in no 
way interfere with the side ditches. 

The approaches to a crossing at grade must be constructed 
with care, and the engineer must give them his personal super- 
vision. If the approaches have to be made through clay to 
bring the common road down to the ra‘lroad grade, every pre- 
caution must be taken to secure a firm bed, and the slopes must 
be at least 1to 1. The road-bed for a common highway ought 
to be 20 feet wide. If, on the other hand, the railroad is in 
embankment at the crossing, the common road must be carried 
up to grade by embankment also, and in either case the rate of 
grade for the common road should not be greater than five feet 
im one hundred. 

Where the permanent way of the railroad is to be carried 
above that of the common road, the bottom line of the trestle 
stringers should be 14 feet above the latter, so as to allow the 
clear passage of the tallest loads of hay, otc., usually hauled by 
farmers. 

Where the common road is carried above the railroad, a clear 
way of at least 18 feet perpendicular must be left between the 
permanent way of the railroad and the chords of the road bridge. 

To avoid difficulty, it would be well for the engineer to con- 
sult the County Engineer or Commissioners of Roads touching 
important crossings, and obtain their consent and codperation. 
By this means it may happen that the common road can be 
diverted so as to make the crossing more convenient, safer and 
cheaper. 

Passways are made for the convenience of farmers and stock- 
raisers, and the reiease of the right of way may often be ob- 
tained by furnishing this means for the safe transit of stock 
from one side of the railroad to the other. A passway is most 





it with a trestle, as in the case of an open culvert. Three feet 
perpendicular way is sufficient to pass hogs and sheep. For 
horses and cattle it must be six feet. 

Cattle-guards and open culverts may often be made to serve 
the purpose of passways. 

Passways are set out just as culverts are, and the same care 
should be observed in their construction. 

Under the head of ** Trestles” will be found the necessary in- 
formation touching the timber-work of the structures men- 
tioned in the article. 

The next paper of this series will treat of cross-ties, the 
proper timber of which to make them amd the way to examine 
them when offered for estimate. Hooster. 








Admissible Errors. 


To THE EpITOR OF THE RAILROAD GAZETTE: 

Having been benefited by the practical information in your 
paper in regard to an engineer’s duties, etc., and being of the 
opinion that not only are our rules and formulx correct, but 
that our unprecise results ina great degree are chargeable to 
such defects in our field service as cannot practically, to a cer- 
tain degree, be obviated, the writer would wish to learn from 
some practical authority asto how much discrepancy may be 
allowed as admissable (say to the mile) in drag chaining and 
in leveling on railroad surveys, which may be divided for classi- 
fication as follows: on favorable levels, on gentle undulating 
slopes, and on rough and mountainous slopes. The experience 
of the writer, where such points called for testing, exhibits dis- 
crepancies which are somewhat startling, and not in harmony 
with that perfection we read of in connection with coast surveys. 

Nimnop. 





Tubular Wheelbarrow. 








Wrought Iron Tubular Wheelbarrow. 


object of much derision ; but when any hard service is required 
we are prone to depend upon them, notwithstanding our usual 
ill treatment. Our derision is very apt to be turned to distrac- 
tion, however, if the quadruped or triped has not the endur- 
ance to withstand the service which they are expected to render 
us when it is needed. 

The wheelbarrow which we illustrate by the engraving here- 


even more than its ordinary resemblance to the animal to 
which it has been likened, at least in endurance, strength and 
lightness. It (the barrow, not the mule) is mado entirely of 
iron. The main frame is of tubing and the other parts of bar and 
sheet iron, securely bolted and riveted together. The parts 
are all made duplicates of each other, and therefore in shipping 
they can be taken apart and boxed ina more compact manner 
than the ordinary implement. Duplicates of parts can also be 
supplied, so that repairs can easily be made, with comparatively 
unskilled labor. For service where barrows must necessarily 
be exposed to fire, or for tropical climates, so destructive to 
wood, or for any very rough usage, they are obviously better 
adapted than ordinary wooden barrows. Their construction is 
quite obvious from the engraving, so no explanation is neces- 
sary. 

They are sold by Messrs. Davidge & Wheeler, No. 78} Pine 
street, New York, who can be addressed in regard to them. 





Report of the Louisville, Cincinnati & Lexington 
Railroad Company. 


The following is the report of the President for the year end- 
ing June 30, 1872 : 


The capitalization of the company has been increased by the 
sale of one million of additional common stock, and almost the 
entire ne thereof invested in construction and equipment 
and added to the property value of the company, as shown in 
detail in Table No. 8. Substantial and commodious new ma- 
chine and car-shops have been constructed and improved ma- 
chinery purchased, greatly increasing the capacities and facili- 
ties ol those departments. Five new locomotives, two new 
passenger and 61 freight cars have been added to the equip- 
ment. Twenty-nine freight, four passenger and two express 
cars are in course of erection at the company’s shops, and near- 
ly completed. A number of old passenger cars have been re- 
reconstructed on an improved model in the shops of the com- 
pany, and the Westinghouse atmospheric brake attached to all 
the passenger equipment. Ample depot grounds have been 
purchased in Newport. One hundred acres of land have been 
purchased near Newport for machine-shops, coal-yard, with ele- 
vator and stock-pens. Additional sidings have been laid, und 
gear masonry and embankments have been substituted 
gag a tony pet he Cncinnntl line. 

© floating debt of the company has been essentially re- 
duced by the sale of second-morteage bonds at materially, ad- 
vanced rates. The improved condition and prospects of the 





easily made by leaving a gap in an embankment and spanning 


company have so enhanced the credit of and demand for its se - 





with is made with the object of giving this useful implement | 


curities that much of the floating debt for which bonds were 




















a has been paid in advance of er 
he earnings compare with the previous year as follows : 
1 | 
| This | Last | In- De- 
Frew ; Year, | Year. crease. crease, 
Passengers........ $491.287 42| $516,517 74)........... $25,230 32 
eee | 485,472 06} 414,439 83] $71,082 23)........... 
Express, mail, etc...| 61,513 77) 64,468(6)........... | 954 29 
| 
 iiedasvsnse 6s $1 038,273 25) $995,425 63) $43,847 62)........... 
Operatingexpenses| 802,473.85) 740,741 6&| 61,782 17) .........- 
Net earnings........ | $235,799 «| $254,683 95 





Ra Axetik. | $18,884 55 





showing an increase in the gross earnings of $43,847.62, or 4.23 
per cent., notwithstanding the reduction in rates over the pre- 
ceding year. 

The operating expenses have increased $61,732.17, or 8.34 per 
cent., whieh is due to the increase in traffic mileage of 10.70 per 
cent. over that of last year, the enhanced cost of fuel for loco- 
motives, removal of temporary trestling, payments on account 
of accidents, etc., and the purchase of lease and fitting up new 
general ticket office. 

The cost per mile of the operating expenses has been re- 
| duced 1.33 cents per mile run over the previous year. It is 
more than probable the roads might have been operated with 
| less train mileage and without a loss of business corresponding 
| to the expenses saved ; but the policy of operation, in which [ 
| fully concurred, has been to run a sufficient number of trains 
| to meet all the connections at either end of the line, in order to 
| build up and establish more promptly the great through busi- 
| ness we are bound to command whenever there is business to 
|be done. If the liberal scale of operation has failed to 
| prove more remunerative than a more economic scale would, it 
| only been because the season has been extremely dull, with 
| a less amount of travel and freight traflic to and from the 
| South than has been known during any year since the wer. 
| Our roads have certainly done a very largely increased propor- 
| tion of the business offered. The encouraging feature of our 

exhibit is that we are able to show an aggregate increase of 
nearly 5 per cent. in gross earnings, while all the roads around 





A wheelbarrow stands in very much the same relation to ma- | us, as far as I have been able to obtain information, have to ac- 
chinery that a mule does to the animal kingdom—that is, it isan ‘cept a falling off. Since the close of the fiscl year the months 


of July and August inaugurate the er- 
suing \ear with w hand: oe increase in 
both freight and pas:eogers, giving fu: - 
th: ¥ assurance of a sure and stesdy ad- 
vane to a large and profitable busi- 
noss. The completion of tae L>sington 
& Big Sandy Railroad to Mouut Sterling, 
now beng operated by this company, 1s 
giving a very considerable increase of 
traftic to the Lexington line, which will 
teil handsomely on the net results of 
another year, as the increased earnings 
it will afford occasions a very trifling 
increase of expenditures on the old Jine, 
It serves also to demonstrate the vast 
benefits which must be derived to this 
company and to the commerce of this 
city from the further extension and 
completion of that line through to a 
connection with the Chesapeakv & Ohio 
at the Big Sandy or at Huntington. 

We were compelled to submit to a 
still further postponement of the open- 
ing of the Cincimnati-Newport Bridge 
than even the latest period promised 
you in my last annual report, and have 
only enjoyed the benefit of crossing it 
to immediate connections with northern 
roads in Cincinnati since the first day 
of April—only three months of the year, 
and during all of those three months 
| the river has maintained a fine navigable stage, with a sbarp 
and active competition for freight by water-carriage at very low 
rates; notwithstanding which our freight traffic has been very 
largely increased. 

Our connections of the Short-line are now fully completed at 
either end, the condition of our road-beds steadily and vastly 
improved, the finances of the company in safe and easy condi-~ 
tion, and we have reached a condition of readiness to begin to. 
make money. That we shall be able to do so is as certain as. 
that there shall be any people traveling or freights to carry. 

Our next great object is to do what we can to put the Lexing- 
ton line in the best possible condition for the great through 
traffic it will soon be called upon to perform. In order to do. 
that we have about completed the purchase of the Shelby Rail- 
road, and shall proceed at once with the work of extension be- 
yond Shelbyville to make a shorter line to Lexington. The pre~ 
cise route of the cut-off has not been determined ; but by either 
one of two routes already surveyed the distance between Louis- 
ville and Frankfort will be reduced 13} miles, with a material 
reduction also in grades and curvatures. When these connec- 
tions shall be completed, and both the roads of this company 
become indispensable links in the two shortest and best lines 
north and east, the very large profits of their operation cannot. 
be doubted. 








Enforcing Contracts. 





In the Supreme Court of New York suit was brought against 
the Central Underground Railroad Company by Francis P. 
Byrne, who had made contract with it for constructing the- 
road, to take therefor bonds of the company. The material 
points of the decision of the court (Judge Barrett) were as fol- 
lows: 

Upon principles well settled in England, and which have been 
followed in this country, a Court of Equity will not undertake 
to compel the specific execution of a contract for the building, 
construction and equipment of a railway. The character of the 
contract set out in the present complaint is such as to bring 
| them fully within the reason of the rule. -These contracts call 
| for the performance of continuous duties upon the part of the 
| plaintiff, and they contain special and complicated provisions 
| with respect to the issuing, negotiating aa sale of the bonds, 
and to the mode and manner of the payment for the work. The 
detendants, it is quite clear, upon numerous authority, could 
not enforce the specific performance by the plaintiff of these 
continuous duties. Whether, therefore, we consider the inher- 
ent character of the provisions with respect to payment ought 
| to be enforced, or to the part of mutuality in the remedy, the 
| complaint as a bill for a specific performance cannot be sus- 
| tained. Nor can it be sustained in its present shape as an ac- 
| tion at law. Granting that the character of the demand of pay- 
|ment is no objection upon demurrer, the facts stated are in- 
| sufficient to entitle the plaintift to damages. * * * I doubt 
| whether the resolution declaring the contract to be annulled 
| was of itself a breach, in the absence of notice thereof to the 
| plaintiff. But this resolution was not the act of the defendants. 

t was not passed by the board of directors, but by an Execu- 
tive Committee of such board. Such an act was not within the 
scope of the Committee’s authority, and there is no allegation 
of any such authority or of the ratification of the act. On the 
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contrary, the allégation with respect to the first of these rego- 

tions is that the4xecutive Committee ‘ passed a resolution un- 

éertaking to tévoke and annul,” etc. (which shows the under- 

*stdnding of'¥bhe pleader): and the beard of directors, so far 

from ratityig¢ the resolution, stoutly afterward reafiirmed the 
ag ee nere 
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contracts. “fowever viewed, this 
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ve, and. 
the demut?2r must be sustained with costs, and with the usual 


‘Jeave ta’p aintiff to amend upon paygnent of such costs. 








New Orleans Cotton Receipts by Raih 





We have noted from time to time the growing tendency of 
‘ cotton to take rail rather than river routes, which has already 
almost put anend to navigation on some of the less mportant 
of the Sonthern rivers. The Mississippi, however, has remained 
the great inland artery of cotton traffic, and the thousands of 
miles of navigable channels through the cotton districts which 
it and its tributaries give were supposed to determine the posi- 
tion of New Orleans as the great center of this traffic, as they 
certainly created that city in the first place. That the river 
routes are not maintaining their position in this trafiic, not- 
withstanding the small mileage of railroads connected with 
New Orleans, is shown by the following trom the New Orleans 
Picayune of the 2a: . 
But few of our merchants, perhaps, are aware of the propor- 


tion of : he cotton crop thatis being brought to this market by 
‘railroad, 


From Sunday, October 20, to Saturday, 26th, inclusive, our 





receipts by rail were as follows : 

Bales. 
Jackson Railroad.........2.....0.ccccces 11,135 
New vrleans, Mobile & Texas....... 7,562 
Morgan’s Louisiana & Texas Railroad...... 1,273 





The total gross receipts during that pericd were 40,288 bales. 
It will be seen that 49} per cent. ef the cotton now coming to 
market is not brought on any river crafi. 

It may alsp be mentioned that during the commercial year 
ending September 1, 194,572 bates cotton came,in by the Jack- 
son Railroad, and 98,642 bales by the New Orleans, Mobile & 
‘Texas road, making a totai of 293,2i4 bales. During the same 
time there came out of the Red River 197,380 bales, and out of 
the Ouachita, 89,084—a total of 286,464. 

These two roads, therefore, brought us more of the staple 
than came out of the two principal tributaries. 

‘These roads are steadily stretching their control over dis- 
tricts whose trade had been lost to us, and augmenting their 
business. The Jacksouroad is now bringing cotton from Mem- 
phis at rates that compete with the river steamers. We showed 
recently that the shipments of cotton south from Memphis by 
rail last year had increased 450 per cent., and that the amount 
of cotton from Upper Mississippi and Tennessee coming south 
had been largely increased. 

The New Orleans, Mobile & Texas Railroad is proving a not 
less valuable auxiliary. The New Orleans, Mobile & Atlantiq 
Fast Freight Line extends over all the roads in the Southern 
Atlantic States, so that we are enabled to contend vigorously 
for the trade of interior Alabama and Georgia as wellas East 
nnd Middle Tennessee. 

Almost daily shipments to this point are being made from 
points as far as Columbus and Macon, Georgia, and 3,000 bales 
are now at Nashyille awaiting cars. 

Had we in operation the road across Lake Pontchartrain and 
up through Central Mississippi, and the read to Houston and 
Shreveport, this city would soon absorb the entire cotton trade 
of Texas, Mississipp!, Alabama, Georgia and Arkansas, amount- 
ing to about 2,000,000 bales with an average crop. 








Grand Trunk of Canada. 





. 
The following is the report for the half year ended June 30, 
1872: 
Jane half 
of 1871. 
The gross receipts upon the whole undertaking 
£775,832.. have been........ ashanti aust iald £868,479 
Deduct— 
The ordinary working expenses (being at the rate 
of 68°48 per cent., against 68°26 of the corresp »nd- 
529,636. .ing half of last year).................06 £595,416 
The renewals, etc., of the permanent way 
and works in the half year debited to 
66,781.. revenue 


June half 
of 1872. 


bone dsdbesudcdotesevesdbbsandeiee pp 
Leaving an available balance earned in the half 

£179,465. .yearOf.........02+ ++ 06 pagnepnembaciaivaind innate £197,282 
Less amount of sundry expenditure as per revenue 

account 21,829 

£175.462 

10,635 


£179,465 ‘ 

7,129.. Deduct loss on American currency 
£172,386 j. =  — = = — — SOEBTIOCB. .ccccce-covccccsece 827 
Te Ce CNN Clik osrnids ss docsdeecsceacnedthtabingectbbe ae £164,827 
has to be added the balance carried from the net revenue ac- 

count of last half year of 








Making a total helance Of...... ..4.<-nppscsicsevesoussqness £166,477 
From this, however, has to be deducted the amount of 
postaland military revenue due forthe half-year to the 





postal bondholders Of. .........-.+sseeeeee Jia beadelhdsed 16,339 
Leaving the balance Of... .....000sscercece veesecsocnss £150,138 
Applicable for the following payments, viz.: 
Fnterest ors MINONONIN ES. wk 5 lo sccbicccen  bdsbocseddcees 223,020 
Interest, d&c., paid On lands..............02-ceesees eens 1,775 
Do. on mortgage to bank of Upper Canada...... 4,424 
Do. on loans, bankers’ balances, promissory notes, 
European exchange, &........ ....seseees 
Do. on British American Land Company’s deben- 
SUOND coins ones ceeidstéhimadbentetedynd’ <leese 616 
Do. on Montreal Seminary debentures ........... 616 
Do. on Island Pond debentures.......... ........ 2,700 
Ha'f-yearly installment on Portland sinking fund...... 2,568 = 
—-— 13 
Atlantic & St. Lawrence lease (in full) ............. 29,088 , 
Sstiieth Tes SRG TE BEE ons sre dnnnkn Vas tineansak 11,250 
Montreal & Champlain Kailway Company............. 14,075 
Ba tinia- D Laks TUTOM . ooccccdscceeescckcseees. .cobts 27,500 
; —— 81,913 
ist Equipment bond interest............ s..e.ee- eens 15,000 
2d cs setnmeipiininn. = Amey Fg gy ck ly 15,000 
30,000 
Balance carried forwatdl. os «soi o:: nese cds cb Neb Laseediwcdcee .. 1,658 
MORE. cg pivicteetsocsce ~¥kansmeb nestimetbadbeastiel £150,138 


Comparing this half-year, with the corresponding period of 
1871, the gross receipts show an increase of £93,597, or 12.06 
per cent. There was an increase in the passenger receipts of 
£6,278, or 2.40 per cent., and in the freight receipts of £87,050, 
or 15.02 per cent. ‘The totalnumber of passengers carried was 
733,748 against 764,376, and the tonnage of freight was 737,361 
against 666,092 tons. The falling off in the number of passen- 
gers mainly arose from there having been a smaller number of 
emigrants than last year. Theaverage receipt per passenger 
was 6s, 5d. against 6s., and per ton of freigh 16s. $d. against 
15s. 5d. ‘The following table gives the numbers of ngers 
and tons of freight conveyed each half year since 1868, with the 





average receipt per passenger ahd per ton of freight for the 
same periods : 









PASSENGERS. FREIGHT. 
A, 
Average per Average 
Passenger. per Ton 
Half-year. - Nos. 8. d. Tone 8. 
1872, June 33.74 ‘ 
1871, Dee. "43 
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The working expenses for the half year amounted, including 
renewals, to £672,197, or 77.31 per cent., as against £596,417, or 
76.87 per cent. of the gross receipts for the corresponding pe- 
riod of 1871. Exclusive of renewals, the ordinary working ex- 
penses were £595,416 against £529,636, or 68.48 per cent. against 
68.26 per cent. of the receipts. Early in the year a heavy and 
rapid rise took place in the cost of all materials, and in the 
price of labor. ‘The average increase in wages has exceeded 10 
per cent., and the increase in the cost of fuel has exceeded 15 
percent. There was also a large additional consumption of 
fuel in the past half year, in consequence of the winter 1871-2 
having continued six weeks longer than in ordinary seasons. 
The general rise in the price of wood has rendered it difii- 
cult to obtain the necessary supplies except at greatly in- 
creased prices, and’ it has become desirable to pro- 
vide for the consumption of coal. Arrangements have 
therefore been made for the sup ly of 40,000 tons from 
the Nova Scotia mines for next year’s delivery. ‘The high prices 
which have ruled in this country for coals are somewhat in- 
creasing in their value on the American continent, and itis not 
likely that the use of coals will result in any considerable say- 
ing on pasi =a for wood fuel; but the use of coal will 
probably check the further increase in the price of wood, which 
would otherwise undoubtediy have taken place. The total train- 
miles run were 3,280,362, against 3,153,981, showing an increase 
of 126,381. The increase in the car mileage was 2,889,869 miles. 
The cost per train mile in the locomotive department was 33.36 
cents against 29.05 cents for June,1871, and in the car depart- 
ment the cost per mile was 0.870 of a cent, against 0.819. ‘This 
increase of cost was mainly due to the causes already referred to. 
The loss on the conversion of the American currency amounted 
in the half year to £10,635 against £7,129, arising from a higher 
rate of exchange and larger receipts from the through traflic. 











Bully Bly. 


It was a railroad enygiucer, 

One Bully Bly by name, 

And he was stout and six feet three, 

And strong as any you shall see, 
Vas Bully Bly. 


A four-foot Norris he did run 

All on the old flat bar, 

And on an up-grade, off her time, 

You’d laugh to see her shake and climb, 
And hear her tvot, 


The farmers on the old cross-road 
Could always bet ou him, 
And many a tast or slow Lepine 
Was daily ret 'v that mechine 

As she went by. 


Tp see him stooping in his cab 

His vhrottle-piuy in hand, 

lt was a pleasant sight tu view ; 

For he was tall and handsome, too, 
Was Buily Bly. 


Down in the cut at Briar’s Hill— 

The berries they was ripe— 

Aud aii the chiidren, bad a: d good, 

And birds from ail the neigh orhoud, 
Was there that day. 


And Buliy’s engine, here she come, 

A-tiying through the air ; 

And Bully saw the danger nigh ; 

* And so,” says Bully, ** I must try 
Aud hook her back.” 


He whistled brakes with right good will, 

‘The gals and boys they screamed ; 

She wouldn’t hook her backin’ gear! 

‘The track was full, and death so near! 
What could he do? 


He shut her off, spit on his hands ; 
He made one awful plunge, 
With all his strength he grabbed her wheel 
While in the gery he sunk his heel, 
And held her fast. 


But though these little ones were saved, 

‘The engine she was done; 

Her rods were bent, her tire came off, 

She leaked like some old water trough, 
Her steam run down. 


And all this tale I tell you’s true, 
I know the engineer ; 
Her bones were in the scrap heap lain, 
She never made the run — 
My name? B. Bly. 
—Lnouisville Ledger. 
——y 


CHICAGO RAILROAD NEWS. 


Chicago & Northwestern. 

This company, it is yp has purchased a block on the 
North Side, bounded by Kinzie street on the north, Clark on 
the east, Water on the south and La Salle on the west, con- 
taining about 1j acres. On this it is proposed to erect a tine 
passenger station. This is probably the most accessible loca- 
tion on the North Side for such a pur , a8 the La Salle 
street tuanel leads to one side and the Clark street bridge to 
the other, and the center of business is but a few blocks south. 
From this block it is a trifle less than haifa mile to the La Salle 
street depot of the Lake Shore & Michigan Southern and the Rock 
Jsland roads, and about as far to the proposed Lake Shore 
depot of the Central roads and the Burlmgton. The location of 
the depot at this place, however, will probably prevent any 
other road, at least any ‘Eastern road, from having a union de- 
pot with the Northwestern, as they might do were its st :tion 
established on the West Side. The location will be an exce 
tionally good one for the suburban traftic, of which the North- 
western fas s0 much, and residents on the Milwaukee Division 








and Galena Division will be brought as near to the business 
center as is practicable with a oy adjoining the tunnel and 
a bridge. is site is separated by one block from the present 
Wells street depot grounds. The Chicago & Pacific Company 
has secured ground for its depot close by. The purpose of the 
company is to erect one of the finest structures of the kind in 
the country. The plans have not been drawn as yet, but the 
Chief Engineer has them in consideration. 


Illinois Central. 


The company reports ita receipts for the month of October, 
1872, as follows: 


Land Department. 
Acres construction Jand sold............s0+++: 2,425.77 for $21,751.23 
Acres interest fund lands sold.... for 583.64 
Acres free lands sold...........+s000 -seccseees for ~ 2,552.00 








Total sales during the month of October, 1872. .2,667.69 for $21,89!,.87 
Cash collected in October, 1872 8,500. 


Estimated Earnings—Transportation Department. 














Tn In 
Iilinois. | Towa, Total. 
| 707 Miles, | 402 Miles, 1109 Miles, 
MARE 33... \adeadaulen Sunn $446,033.00! $126,523.00| $572,558.00 
PAGSENZOTS, 0.20.0. c0escscccees 129,875.55 47,614.35) 177,489.90 
Ts pos 60.0.0 sees eennesedoonsns 6,375.00 8.059.243 9,434.33 
Other sources... ..............-) 101,625.00) 2,640.65) 104.265-67 
Total, October. 1872........... $683,908.55, $179.837.45) $863 745.90 
Total actual earnings, Uct., 71 895,567.22] 753,185.24 


157,618 .¢ 3 
$87,341.33) ae $110,560.66 





Increase 


This 1s an increase of 144 per cent. on the Lilinois lines, 14 

r cent. on the Iowa lines, and 14} per cent. on the whole, 

he receipts in October of 1871,were exceptionally emall, gn aoc- 
count of the Chicago fire. 


Chicago & Alton. 


Hedges of Osage orange are now planted along the line of 
this railroad, wherever possible, from Alton to Odell, Lil., mak- 
ing a total of 250 miles of hedge, and it is all any woll. The 
oldest is four years old, and wiil be plashbed in February or 
March. Arrangements have been made to | men hedges also on 
the Jacksonville Division, and it is intended to put out 50 miles 
a year until the whole line is hedged. The cost of hedges, it is 
believed, will be much less than that of board fences, while 
they can be maintained at much less expense, and are a more 
complete protection against stock. 


Chicago, Burlington & Quincy. 

Two important depots are to be located on this line, within a 
few days, between Riverside and the city limite. * 

Mr. ©. H. Hudson, late Division Superintendent on this toad, 
has been appointed General Superintendent of the Chicago, 
Dubuque & Minnesota Railroad, and has accepted the position, 
with headquarters at Dubuque. 


Roads in Progress, 


The great destruction of capital in the city of Boston has 
caused much trepidation in financial circles in this city. The 
time is too early to make any definite estimate of the extent of 
the injury to credit, and especially to projected rgilroads. 
There can hardly be a doubt, however, that’ it will 
cause many monetary negotiations to fall through, 
and will result in delay in the completion of man 
Western railroads which have depended upon Eastern capital. 
The Chicago & Paducah roadis an instance. Negotiations for 
the sale of its bonds had been in progress for several weeks, 
and were on the point of consummation, when the great Boston 
fire occurred. It can hardly be otherwise than that they will 
either fail altogether or result in delay. The same remark ap- 
plies to all companies that are in the market for money, 


Chicago. Pekin & Sottthwestern. 
This road will be completed by the 18th inst., and cars will 


run through from Chicago to Pekin within a few days the 
after. 


Chicago, Decaturié&'St. Louis. 
This company bas suspended all work for the present, and 


fature progress will depend upon negotiations now in progress 
bat not yet complefed. 


Transit Problem. 


Tue problem of rapid transit from the business portion of the 
city to its suburbs, hasbeen one whose solution no one felt 
sure of. The rdvent of the horse disease, however, and the 
withdrawal of horses entirely from the streets, and the conse- 
| quent gincrease of suburban trains on the steam railroads 
| have apparently shown a way of settling the question. The Lake 
| Shore & Micvigan Southern road, the Chicago, Rock Island & 
| Pacitic, the inois Ceutral, and the Chicago & Northwestern 

reads have all put on special trains, so as to run 
every half-hour,the fare being ten cents,and all these trains have 
been patronized far beyond the expectations of the 
railroad men or the public, and the opinion has come 
tu prevail very generally that it was better to spend half an 
hour to get to the city on the steam cars than an cour on the 
horse cars: ‘The railroads of this city, by their promptincrease 
vt trains, have made thousands of friends, especially among the 
poorer classes, aud the sentiment that railroads are a good 
thing and ought to be fostered, has made great progress. The 
Illinois Central now runs to Lake street on land, and there ia 
no difficulty in getting on board at any of the east-and 
west streets, from Lake street to Park row, a distance of a 
mile, along the front of the business section of the city; and 
as the special trains stop at several of these street crossings, 
they have been thronged with people who were happy that 
there was such a corporation as the Illinois Central Railroad. 

The Rock Island and Lake Shore & Michigan Southern com- 
panies will keep up their special trains, perhaps not quite so 
often, after the horse cars get to running again, but probably 
once inan hour. The Stock Yards are becoming a large and 
important suburb, and the Lake Shore & Michigan Southern 
Company propose to establish a regular dummy line between 
the city and that point, as often, perhaps, as once an hour ; 
and the time is not far distant when all the north and south 
railroad lines wilLestablish half-hour or twenty-minute trains 
for the accommodation of the people residing in the suburbs, 
There has been no year in the history of the city when the 
outlying adjacent towns have grown so rapidly as during the 
year that bas just passed, and public attention has, as a con- 
sequence, been turned to the subject of transvortation, and 
among the blessings of the horse malady will be this, that it 
has shown the peopie that they can get along without horses. 

At present the Chicago City horse railway company run wo 
dummies from Twenty-second to Lake street, and return, to 
the great delight of the people, and without striking much 
panic into the few horses that witnessed the phenomenon. 
Each dummy draws four large open cars loaded to their full 
capacity. 


Milwaukee & 8&t. Paul. 


This company will have a locomotive at the Chicago end of 
their line this week, when the laying of rail will begin at their 
end of the line. The work is to be pushed forward with the 
utmost dispatoh, It is estimated that the company will be 
obliged to pay nearly $1,500,000 for the right of way and depot 
grounds in this city. 
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Editorial Announcements. 





Correspondence.— We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint: 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our vusiness to inform the 
public concerning the progress of new lines, and are uiways glad to 
receive news, of them, 

yf nventions. —No charge is made for publisiring descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articles relating to railroads and, if acceptable, 
wil pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and hinery, by men practi 
acquainted with these subjects, are especially desired. 


Advertisements.— We wish it distinctly understood that we will 
entertain no proposition to publish anything in this journa for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but it is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 
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DISCRIMINATIONS IN TRANSPORTATION. 





Not infrequently circumstances lead us to inquire what 
and how great are the rights which the community may 
claim of transportation companies. Are the latter to be 
regarded simply as individuals, who may sell their ser- 
vices or withhold them, do work for one man and not 
for another, as they please; or are they common servants 
of the public, bound to accept business from all who offer 
it, and to serve all alike under common general regula- 
tions for conducting the business safely ? While the lat- 
ter general definition will probably be accepted, it being, 
indeed, the signification of the term ‘“‘ common carrier ;” 
still the power of discriminating between parties, in 
charges or otherwise, claimed and exercised by not a few 
corporations, seems consistent only with the idea that the 
railroad or steamboat company is as independent as the 
owner of a horse and cart, who may refuse altogether to 
carry coal, if he pleases ; may ask one customer ten dol- 
lars a day and another but five; may demand pay in ad- 
vance from one, and trust another for a month; and may 
even refuse to work at any price for some. 

It may seem superfluous, perhaps, to peint out the rea- 
sons why the corporation’s duties are different from those 
of the individual, when their services are similar. But 
the frequency with which the claim is made, with regard 
to other matters, that a corporation should be as inde- 
pendent of all limitations as an individual, is evidence 
that this simple matter is not sufficiently considered. 

The law does not insist that merchants shall sell all their 
goods to all alike, and the necessity of such a law is not 
felt ; for the refusal of one merchant has only the effect 
to send the customer to another, andthe number of mer- 
chants is so great that no one can suffer much from the 
discriminations of any one. The community of freely- 
competing merchants insures the customer that impar- 
tial service which the law rightly seeks to require of the 
transportation company doing the work of an entire com- 
munity. The natural laws of trade secure in the one case 
what legislation would secure in the other,where the laws 
of trade have no room to work. It is not simply because 
one is a corporation and the other an individual, not be- 
cause one is a carrier and the other a merchant or manu- 
facturer, not even because one has certain peculiar priv- 
ileges granted by the State not shared by the other, it 
is not for any of these reasons that one is subjected to 


‘quirement, but when it is required only on consign- 





regulations of which the other is independent; it is at 
heart because the great corporation is so far independent 
of natural trade laws that these must be replaced by civil 
enactments. It is conceivable that individuals might re- 
quire the sime limitations. If one man or firm should se- 
cure all the wheat or coal or any other necessities of life, 
he would douttless be compelled by law tosell it to all 
necding it without discrimination, and no so-called ‘‘vio- 
lation of the laws of trade” would prevent the enactment 
and enforcement of laws regulating the traffic so mo- 
nopolized, which in the existing state of things regulates 
itself sufficiently. 

Now it is true enough that men, and Jawmakers among 
them, are apt to neglect principles and provide for 
temporary needs cr apparent needs, under the plea of ne- 
cessity, by legislation which violates economical laws. 
Still it is no less true that necessity is the best justification 
of legislation, and that we cannot depend upon economi- 
cal laws where the conditions tor their working are ab- 
sent. Laws were made for man, not man for laws; and 
if we have made the operation of certain natural laws a 
principle of legis!ation or non-legis!ation in any matter 
whatever, we will not be justified in clinging to that 
principle where those natural laws do not operate. 

It is true that railroad companies do not always and 
everywhere have a monopoly of transportation; it it true, 
also, that there are many circumstances connected with 
their business which render advisable sumdry regula- 
tions and discriminations with a view to safety ia 
transportation, and others with a view to security for 
charges ; but the fact remains that between most way 
stations at all times and between terminal and crossing 
stations—what on the tariffs are called “competing 
points ’—both the rates and the regulations for receiving 
and conducting traffic are determinei by a single corpo- 
ration or by mutual agreement of the few parties inter- 
ested, for by far the larger part of the time, it having 
been discovered that the close competition which exists 
among merchants causes such an increase in the expenses 
of transportation companies as to prove, in the end, a 
disadvantage to shippers and carriers alike. Generally 
speaking, the shipper has but one route by which to 
send his merchandise, or else a choice between two or 
three which have agreed to treat him just alike. 

We may conclude, therefore, that common carriers are 
rightly required to accept shipments from all parties 
whatsoever, and to accept whatever they may offer, pro- 
vided it can be carried safely. We believe we may also 
conclude that they may rightfully be required to treat ail 
customers alike as to charges, time, and accepting and 
delivering freight, because these are as vital to the suc- 
cessful prosecution of business as the transportation itself. 

Instances are not wanting where corporations have re- 
fused entirely to transport certain staples—or have put a 
prohibitory tariff on them which was equivalent to a re- 
fusal—for the avowed purpose of affecting the market for 
or the consumption of such staples. This is, we are sure, 
an unwarrantable assumption of power, and one which 
is likely at some time to bring on a conflict between the 
community and the corporations exercising such a 
discrimination, sure to result in the defeat of the latter, 
and perhaps in their oppression. The very existence of 
the community depends upon the transportation of cer- 
tain staples. It is not too much to say that in modern 
civilized societies a large part of the population would 
perish if the corporate common carriers should suspend 
for some months the transportation of coal or grain. It 
is idle to say that the world has existed without such 
instrameatalities, and might hereafter ; the world as 7 
is, with its indusiries organized and its population dis- 
tributed so as to be supplied by the railroads and canals, 
cannot exist without their services—absolutely cannot 
live from day to day unless its bread, its meat, its fuel, 
its materials for clothing and shelter are carried on the 
highways and by the vehicles which have been made for 
this purpose, and which are the only existing means 
capable of effecting this purpose. 

The right of a company to discriminate between ship- 
pers and consignees has recently been brought into ques- 
tion in Massachusetts. A firm of grain merchants in 
Boston complained of shortages in consignments received 
by the Boston & Albany Railroad, and, not being able to 
obtain what it deemed a suitable settlement for these 
shortages, refused to pay the bills for freight charges, and 
urges the responsibility of the railroad company for the 
shortages before the courts. Hereupon the Boston & 
Albany Company has notified agents throughout the 
West, whence these merchants’ consignments of grain 
chiefly come, that it will not receive consignments for 
this firm wnless charges are prepaid. Now, the universal 
custom is to pay charges on arrival; shippers in the West 
might prepay charges, it is true, if it was the common re- 


ments to one firm, they are sure not to con- 
sign to that firm. The effect of this refusal, there- 


this firm on the thousands of miles of railroad from 
which they can receive grain profitably only by way of 
the Boston & Albany Railroad. Other firms in other 
lines of business, doubtiess, are quite as dependent upon 
the same means of transportation, and if a discrimina- 
tion against one is permissible, what is to prevent the 
company’s making similar discriminations against others, 
and thus virtua.ly holding the fate of a large body of 
merchants in its own hands? The question of responsi- 
bility for shortage need not here be considered. A more 
important matter is the right of the carrier to discrimi- 
nate for or against individual shippers. It is proper, of 
course, to secure payment for transportation ; but this 
should be done by regulations affecting all consigaees 
alike, and is believed to be done by value of the property 
transported. No discrimination, we are sure, can be jus- 
tified by the fact that thesubject of it has sued the corpo- 
ration or is sued by it. 








THE VIENNA EXHIBITION. 





Professor Thurston, who is Chairman of the Advisory 
Committee of Group XIII. (Machinery) of the Vienna 
Exhibition, has issued a circular which we regret we 
have not room to publish in full this week, but 
of which we can supply copies to any one who may apply 
for them. In again calling attention to this exhibition it 
may not be amiss at the same time to give a little consid- 
eration to the objects for which such international exhi- 
bitions are held, as there seems to be some misapprehen- 
sion with regard to what they are intended to accom- 
plish. Our able contemporary, the Svientific American, 
for example, has quoted approvingly some editorial re- 
marks from the New York Herald, in which ‘‘ the exhi- 
bition of goods ”’ is spoken of “as a form of advertising;” 
and no reference is made to its being anything else ex- 
cepting that. The Scientific American speaks of exhib- 
itors as “poor advertisers," and sneers at Gen. Van 
Buren, and opposes the appropriation of money 
or the granting of aid by Government to persons 
who intend or wish to exhibit at Vienna. Now if the 
representations which are made are true—that is, if the 
exhibition has no other adequate object excepting tbat of 
advertising the wares and manufactures ot private corpo- 
rotions, firms and individuals, for their own profit alone, 
then of course the position taken by the Herald and our 
technical contemporary would be fully justified. But is 
this true? Have international exhibitions no other object 
tban that of affording the exhibitors facilities for making 
the value of their goods known, with the direct purpose 
ot increasing their sales, their patronage and their profits? 
Supposing we adopt this view, and in 1876, when it is 
proposed to hold an_ exhibition in this country 
to celebrate the centennial of dur national existence, 
that a proclamation be issued by the President, 
setting forth that it has been determined to celebrate the 
event by affording all artisans, traders and manufacturers 
an opportunity of advertising their wares, in order to 
stimulate business and increase profiis, and for the pecu-~ 
niary advantage of mankind generally ; would not the 
very absurdity of it be a refutation of the idea advanced 
by the papers referred to? In contrast to this let us 
quote from the general regulations for foreigu exhibitions 
issued by the Chief Manager of the Vienna Exhibition, 
the Baron de Schwarz-Senborn. Under the head of 
Group 19 (the private dwelling-house) it is said : 


‘*The object is to show how the private dwelling-house 
can and ought to be built in order best to fulfill its pur. 
pose, taking into consideration the climate and local cir- 
cumstances, and mode of life of the diflerent peoples, 
as well as their wants and habits. 

*% * * * * * 

“The exhibition will enale the architects of all civil- 
ized nations to exhibit the private dwelling-houses which 
suit best the climate and habits of their country ; and will 
enable the visitors who give their attention to this prob- 
lem to make instructive comparisons, and to adopt that 
which might be suited even to other countries and other 
customs,” 


To quote again from his remarks.referring to Group 21 
(national domestic industry), it is said : 


“Among the objects which excited an extraordinary 
and surprising interest among the amateurs at the Paris 
Exhibition of 1867 were, firstly, all kinds of pottery, 
glazed and unglazed, fabrics and lace work, particularly 
those belonging to national costumes, but ‘also carpets, 
table-cloths, counterpanes, and similar objects for home 
use, and moreover ornaments, and all sort of utensils. 

“They found them to abound in original and very 
beautiful forms, technical methods lost to modern art ; 
numerous ornaments and methods of decorating in color, 
which captivated the eye as much by their correctness as 
by their simplicity and originality. If these objects 
charmed the amateur, and were sold rapidly because of 
these qualities, it must have occurred tu the friends of 
modern industrial art that there was in them an abund- 
ant source of elements of design, principles and processes 
of art, which must influence modern taste and its pro- 
ducts by completing, vivifying, and refreshing them.” 

We have made these quotations because they afford 
specific examples of what we conceive to be, and what is 





fore, will be to destroy utterly the commission business of 


generally understood agd really is, the object of such in- 
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ternational exhibitions. They are, in theory and in fact, 
occasions when one nation sends invitations to all other na- 
tions to bring the productions of nature, art and science of 
their respective countries, to one common place provided 
for the purpose, so that all the world may have an op- 
portunity of examining, comparing and studying the re- 
sults of human industry, skill and ingenuity. The pre- 
dominating motive for such an exhibition is not individ- 
ual gain or profit; it is to afford an opportunity for 
the exchange and dissemination of knowledge 
among the people of all the world. When a 
& great and powerful nation like Austria gives 
its patronage to an exhibition for the display of the in- 
dustries of all the world, and sends an invitation to an- 
other nation to exhibit its productions, it certainly does 
not seem as if such hospitality was received in a very 
generous way, nor as if the ordinary amenities which 
should prevail in the intercourse of one civilized nation 
with another had been observed, if the invited nation 
should not even notice the hospitality thus extended to it 
by appointing a commissioner to confer with the managers 
of the exhibition, or providing requisite means to respond 
to such international courtesy. It certainly is a very 
narrow view to take of what in reality in one of 
the greatest achievements of modern times, when 
one nation invites all other nations to meet within 
its borders and exchange knowledge regarding the arts of 
peace and the progress of civilization, to see in al! this 
only what the Herald, perhaps from long habit of occupy- 
ing a seat in the receipt of tribute for its extensive and 
profitable advertising, regards as a “form of advertis- 
ing.” The advantage which would result from an ade- 
quate representation of American productions and indus- 
try at an exhibition like that contemplated at Vienna 
would be an advantage to the whole nation, and not 
alone to the individual exhibitors. It is quite true that 
there is a collateral advantage to the exhibitors of adver- 
tising their wares, but it is only collateral, and not by 
any means the chief end which would be achieved by a 
proper display of American productions. 

The Scientific American sneers in a very ill-natured, and 
we think unjust, way at General Van Buren, who, it 
says, has “ been very arduously engaged in his exhibition 
duties, stumping eloquently around the country to urge 
the election of General Grant ; and the Administration 
will, of course, be expected to provide handsomely for 
his trip to Europe.” It is not clear upon what grounds 
objection is made to compensating General Van Buren. 
If the objections are made on account of his support of 
the present Administration, they are political and do not 
concern us; if there is reason to suppose that he is not 
competent, or for other reasons will not fulfill his 
duties as Commissioner, then the objection is 
a personal one, which the paper referred 
to should have specified, or else, in justice to that gentle- 
man, should not have referred to. If, however, objec- 
tion is made to any appropriation upon general princi- 
ples, it is the latter which should be discussed and not 
General Van Buren’s politigal affiliations or practices. 

Neither can we understand why the expenditure of 
money in Europe by Americans is so very reprehensible. 
The spending of money wisely is an advantage, and en- 
riches the person who spends it; but wasteful or foolish 
expenditure, whether in America or Europe, impoverish- 
es nations and individuals. If Americans can exchange 
their money to better advantage in Europe than 
here, the latter country is made _ richer there- 
by, and not poorer. It must be remem- 
bered, however, that the advantage or disad- 
vantage depends entirely upon the wisdom or unwis- 
dom of the exchange. To urge as an objection to ap- 
propriating money to defray the expenses of exhibiting 
American productions at Vienna, that ‘‘the Austrian 
show will take an immense amount of money from the 
pockets of our people,” is utterly imbecile. It might be 
a valid objection to the expenditure of money, if it could 
be shown that international exhibitions were not worth 
their cost ; but such has not been the experience of other 
nations. To say that we have nothing to learn from 
studying the productions of other countries, would be an 
assumption surely indicative of the decline which comes 
from narrow-minded conceit. 


It is quite true that there is in many cases an incidental 
advantage to persons who exhibit their productions, from 
the fact that their value and character are thus made 
known; but the benefit which would result to this coun- 
try from being well represented in the exhibition would 
be national in its character. All business secured through 
this means would’ be a benefit not only to the persons 
who take the orders but to the people who do the work, 
and thus to the whole community. If a manufacturer of 
agricultural implements can succeed in showing the 
world the superiority of what he exhibits, he will draw 
not only trade and business for himself, but for all his 
neighbors. Business in one department ramifies into all 
others, and in this way the few exhibitors who secure 








business for themselves from foreign markets are doing 
the whole country a good. 

We trust, therefore, that for the advantage and in the 
interest of civilization generally, and the honor, future 
welfare, progress and knowledge of our own people 
especially, that the United States will be well represented 
at Vienna. ° 

It will probably afford the best opportunity which has 
ever existed for exhibiting our system of railroad con- 
struction, management and equipment, and also for 
studying European practice at the same time. There 
is good reason for believing that our practice in many 
departments of railroad equipment, construction and 
operation is superior to or more economical than that of 
Europe. There is nevertheless much for us to learn from 
them. Their system of signals, construction otf 
permanent way and management and _ construc- 
tion of station houses must, from the  ac- 
counts which reach us, be much superior to ours. If 
our large railroad companies would send representatives 
to Vienna next summer, who would be ‘competent to 
make intelligent reports on their return, we believe it 
would be a good investment of money, and might 
result in important improvements in the management of 
our lines. 

With the extension of railroads all over the world, 
with the growing demand for railroad material, and the 
diminishing supply of iron and coal ir: Europe, there has 
probably never Seen so good an opportunity offered to 
this country for extending its borders of supply and pro- 
duction, at comparatively so little cost. The expense of 
transportation and exhibition will be greater than most 
of our manufacturers will feel disposed to bear for the 
advantage which they themselves will gain, and there- 
fore we think that it would be a wise appropriation of 
the public money if Congress should provide at least 
the means of free transportation, and also send a’ com- 
petent representative to look after American interests 
during and preceding the exhibition. 








DRAFTSMEN. 


It is no uncommon thing to find engineers and master 
mechanics who regard draftsmen as entirely unnecessary 
in the shops or on the works wiere they are engaged. 
We believe, almost universally, such persons know noth- 
ing about drawing themselves, and are therefore quite 
unable to appreciate what can be achieved by a box of 
instruments and a sheet of paper. A person who thor- 
oughly understands drawing can form almost as good, 
and in some cases even a better idea of the construc- 
tion of a machine or other structure, from a 
graphic representation of it than from the com- 
pleted thing itself. The reason of this is that the' 
structural idea is usualiy represented in the drawing,’ 
whereas in the machine it often is not perceptible. The 
great advantage of a drawing is that in making it the ob-’ 
ject represented is in effect first constructed upon paper, 
and is thus shown in all its proportions and relation of, 
parts. The necessary changes and alterations can thus 
be made at little or no expense ; whereas if the work is 
done without being completely represented, there are 





sure to be many alterations and modifications. It is impos- | 
sible for any one, no matter how extended his experience, 


or how vivid his imagination, to form in his mind a correct 


idea of the proportion and relation of all the parts of a 


machine, without some sort of representation. No game of 
chess was ever more complicated than the relations and 
functions of the different parts of many machines, and if 


they have been built without drawings, they can always | 


be recognized at a glance by their awkwardness and gen 
eral want of symmetry. 

Every experienced machinist who has been employed 
abaut a shop where the drawings are all made 
with a piece of chalk on a rough board, or else 
marked in the sand of the shop floor with a stick 
or the toe‘of a boot, knows the blunders and alter- 
ations which are nade on account of one part insisting 
upon occupying the place which is needed by an- 
other. Itis of course not asserted that blunders do not 
occur when careful drawings are made. Every mechan- 
ical draftsman usually has sad experience to the con- 
trary; but if a competent person is employed, those 
blunders are much less frequent if the structure is care- 
fully built on paper before it is embodied in more solid 
materials. 

We hear complaints from almost all manufacturers of 
the difficulty of getting competent draftsmen. The rea- 
son for this we believe to be, first, because the qualifi- 
cations required to make a good drattsman are of 
a very high order. Such a person must have what, 
for the want of a better name, we will call the 
mechanical instinct; he must be reasonably weli educated; 
be ingenious and yet have his ingenuity so under control 


of his judgment as not to run into errors; he must be 
accurate and methodical, and at the same time, in nearly 
all positions where he is employed, he must have sufli- 


cient docility to follow the ideas and instruction of those 
for whom he is working. A competent and experienced 
man is therefore frequently placed in a position in which 
he is obliged to adopt ideas which he knows to be stupid 
and ignorant. For such service tew employers are will, 
ing to pay as much as they would to a clerk or booke 
keeper, and for such pay expect ten hours’ service per 
day. The employment of a draftsman is also one of the 
most unhealthful in which men are ever engaged, and 
the strongest constitution will ultimately break down, 
andthe most vigorous is often undermined by constant 
occupation at this work. 

There is, however, no acquisition more useful to a 
young mechanic or engineer than a practical knowledge 
of mechanical drawing. It is only those, however, who 
are themselves experienced draftsmen who can properly 
appreciate the value of such knowledge, and who are 
willing to pay for such service what it is realiy worth. 

It is not, however, the ability to make merely a good 
picture of a machine and all its detaiis which is valuable 
in a draftsman; but it is the ability to design the 
machine so that it will do what it is intended for in the 
best way, and can be built at the least cost. This is 
why practical experience is so necessary to draftsmen} 
They are apt at times to lose sight of tue fact that the 
ultimate object in making a drawing is, not to have @ 
good picture, but a good machine, and that the drawing 
is intended to show the mechanics how to do their work 
It is therefore necessary that a person who directs pale 
tern-makers, moulders, blacksmiths and machinists 
should have some practical knowledge of each one of 
these trades; otherwise he is very apt to have 
patterns which will not draw out of the 
sand,. cores in castings in impossible positions, 
or forgings which Pluto himself could not make. The 
young men fresh from the technical schools, who know 
more about calculus¢han they do about the parting ofa 
foundry-flask, are very apt not to be the most efficient 
draftsmen until after they have acquired a few years’ 
practical experience. We are not disposed to undervalue 
a knowledge of calculus; we simply wish to point out 
thatin designing a locomotive frame, for instance, it is 
more important that it should be made in such a way 
that a good weld can be secured at the junction of the 
jaws to what might be called its spinal column, than that 
the designer should be able to calculate the length of the 
path of the centre of the crank-pin. 

A knowledge gained almost exclusively from books is 
very apt to give the idea to its possessor that his mathe- 
matics and logic will solve all the problems of life. We 
soon find out that the reasons of things and the laws of 
their operation are too complicated for analysis, and that 
our theories do not agree with practical experience, be- 
cause we seldom get all the theory involved. 

If the persons who complain about the difficulty of 
procuring competent draftsmen would try the experi- 
ment of paying. them more liberally, we believe it 
would soon call out, and, we might add, would help 
to keep in that occupation, a higher order of ability than 
the present rate of wages will command. There is no 
person employed about a railroad repair shop of any con- 
siderable size who can make himself more valuable (ex- 
cepting the master mechanic himself) than agood, expe- 
rienced and intelligent draftsman. The proportion and 
construction, and in that way the operation, of the en- 
gines and machinery of the road are dire-tly dependent 
upon his skill and care and forethought; and it has fre- 
quently bappened that a man in charge of the machinery 
of a road who has realized this fact and has selected and 
retained such a person in his service has built up @ repu- 
tion for skill and ability, which, if attributed to the right 
| person, would bave been laid to the credit of the person 
who wielded the dividers and T square. 








The American Society of Civil Engineers. 





The eighth annual meeuny uf this Society was held on 
the twentieth anniversary of its foundation, November 6 
last, at the society rooms, No. 63 William street, New 
York. 

Papers as follows were presented : 

“ Record of some Experiments Showing the Character 
and Position of Neutral Axes as seen by Polarized Light,” 
by Louis Nickerson, C. E., of St. Louis, Mo. 

“ Coal-cutting Machinery in England,” by T. Guilford 
Smith, C. E., of Lansingburgh, N. Y.; and ionmen 

“ Alcohol as an IJuminator in the Condensed Atmos- 
phere ot New York Caisson, East River Bridge,” by 
Francis Coliingwood, C. E. 

The annual report of the board of direction upon the 
aftairs of the society, with brief memoirs of two of the 
members who died during the year, was read. 

From this report it appears : 

During the past year the attendance at the meetings of 
the society was greater than during any former year, 
while the interest manifested, the number and value of 
contributions to the transactions, the discussions thereon, 
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the liberal and progressive spirit shown in reference to 
suggestions from time to time made, and the decided 
increase in membership exhibit, in a gratifying manner, 
the regard among American engineers for the welfare of 
the Society. 

The additions to!the Society during the year were; 
Members elected, 88; qualified, 71; resigned 3; dead, 2; 
making the increase 66. Associates elected, 5; qualified, 
8; resigned, 1; become member, 1; making the increase, 
1. Fellows, 18. A total increase in members of 80. 

The preseat membership is: Members—Resident, 103; 
non-resident, 175; total, 278. Associates—Resident, 2; 
non-resident, 4; total, 6. Besides the 284 members and 
associates, there are 61 fellows, making the total num- 
bers of the society 345. 

During the year 22 meetings, exclusive of the Annual 
Convention, were held, six of which, in the winter, were 
in the evening. At these meetings and the Annual Con- 
vention 30 papers on a diverse range of professional 
topics were read. At times the reading was fullowed by 
profitable discussion upon these topics and others of kin- 
dred interest. 

Twenty papers and the Proceedings of the Annual 
Convention were{published during the year ; and most 
of these were reprinted in the leading engineering jour- 
nals. 

By dongtion and purchase there were «JIded to the 
library of the society in the same time neurly 1,<00 books 
and pamphlets, including 53 vuiumes of “ Specifications 
and Drawings of Patents,” current eeries ; 55 photographs 
and maps, and 10 models. 

It is hoped that soon the Society may devote a fixed 
portion of its revenues to the regular increase of its 
library by the purchase of rare important scientific and 
technical works. 

Mr. George H. Norman, of Newport, R. ¥., has conirib- 
uted a sufficient fund to provide yearly a suitable medai 
to be awarded for the best essay of practical engineer- 
ing interest, either description of structures complete or in 
course of erection, or a record of experiments illustrating 
well-defined theory. 

The Treasurer’s report shows the finances -of the Soci- 
ety to be ina satistactory condition, aud, by the recent 
increase of membership fees and dues, abundani, pecuni- 
ary means for all its purposes are assured. : 

The first annual convention of the Society was held in 
Chicago, June 5th aad 6th last. ‘The largest number of 
American Civil Engineers ever brought together were 
present, who contributed to make the occasion one of 
rare professional improvement and social enjoyment. 

Two valued members died during the year, Major 8. 
8. Post, one of the founders of thé society, and Colonel 
Mi. O. Davidson; who early became a member. 

A report was presented on @ plan for the organizetion 
of local branches or chapters of the Society, which was | 
referred to the membership for discussion by correspond- 
ence with the Secretary, to be taken up for final action 
at the next annual convention. 

The next and fifth annual convention of the Society 
will be heid at Louisville, Ky., [May 14th and 15th next. 

During the winter, beginning with November 20, ihe% 
meetings on the third Wednesday in the month will be 
held in the evening, and devoted exclusively to the dis- 
cussion of professional subjects, while the meetings on 
the first Wednesday of the month will be held in the 
afternoon, when the routine business of the society wiil 
also be taken up. 

Officers were elected for the ensuiig year as follows : 
Horatio Allen, President; Julius W. Adams, Jacob M. 
Clark, Vice-Presidenits; Gabriel Leverich, Secretary ; 
James O. Morse, Treasurer; Alfred W. Craven, Thomas 
F. Rowland, John Bogart, George 8. Greene, Francis 
Collingwood, Directors. 

Subsequently the standing committees 
pointed : 


were ap- 


. purposes muet 





On Finance—Messrs. Craven, Rowland and Bogart. 

On Library—Messrs. Morse, Leverich and Clark. 

The next meeting of the society will be held at the 
rooms, No. 63 William street, Wednesday evening, Nov- 
ember 20, at 8 o'clock, at which Mr. Smith’s paper on 
“ Coal Cutting Machinery in Engiand,” and Mr. Colling- 
wood’s on “ Alcohol as an Jlluminatorin a, Condensed 
Atmosphere,” will be read and discussed. 

Mr. Louis Nickerson’s paper on the ‘‘ Character and 
Position of Neutral Axes as Seen by Polarized Ligat,” 
will probably be read and illustrated by experiments at 
the second meeting in December. 





Record of Track Eincrease. 





This number of the RatRoap Gazette gives information of 
the construction of new railroad track es follows : 

Lake Erie & Louisville, track extended from Findlay south- 
west 20 miles to Beaver Dam, Ohio. Green Bay & Lake Pepin, 
extended from Amherst west 12 miles to Plover, Wis. Milwau- 





kee, Lake Shore & Western, extended southward from the south 
line of Sheboygan Couxrty to the Milwaukee city limits, 35 | 











miles. Wisconsin Union, extended north 81 miles to Deerfield, 
lil., 61 miles from Milwaukee. Pacific of Missouri—Carondelet 
Branch, completed from the junction with the main line east to 
Carondelet, 10 miles. ‘Northern Pacific—Pacifie Division, ex- 
tended northward 19 miles to Tenino (late Hodgden’s), 65 
miles north of Kalama, Dakota Soulhern, extended from Elk 
Point westward 4 miles to a point 23 miles from Sioux City. 
Cairo & St. Louis (narrow gauge), track laid from 2 point op- 
posite Carondelet southward 10 miles to Columbia, Ill. 
This is a total of 131 miles of new railroad. 





Erratum. 


Awmistake in making up pages 480 and 481 of the Ramroap 
Gazette of last week caused a serious error in two articles. -At 
the top of the third column of page 480, in the letter from “‘T ” 
headed ‘‘Changing Curves—Laying out Trestles on Curves,” 
the tirst line and the first word of the second line—“ is not pro- 
vided with a condensing apparatus, but it can easily ’—are im- 
ported from the top of the first column of the next page, in the 
description of Forney’s tank locomotive, where they should 
appear after the first line of the column. 


Tre Carcaco & SouTHWESTERN Rattway Company fails to 
pay the gold interest on its bonds for the past half-year, and 
the Chicago, Rock island & Pavific, in accordance with its 
guarantee, pays the interest, but currency instead of gold, 
which is in accordance with the terms ofits guarantee. At 
current prices of gold this recluces the interest about one- 
seventh, making it equivalent to 6 per cent. gold. The bond- 
holders, of course, aro much disappointed, and it is probable 
that the effect will be bad on American credit in Germany, 
where Chicago & Southwestern bonds are largely held. The 
road is new, the country on the. line for the most part not very 
thickiy peopied yet, and the through business for which the 
road is calculated forthe year past has been lighter than usual 
and at the same time more divided. 





Tar Awertcan Raruway Trves, of Boston, save one the old- 
est and long the ablest and almost the only independent rail- 
road journal in America, shared the fate of the other occupants 
of the burned district of Boston, in which its office was situ- 
ate. Ths proprietor writes to us that the office was com- 
pletely destroyed—printing materials, books, accounts ani 
papers, all going; but within two weeks he hopes to have the 
offcs in order again, and will resume publication directly. 
Thisis the second time within a few years that the Railway 
Times has met with such e calamity. We feel able to sympa- 
thize with it heartily since our own experience thirteen months 
ago. and trust that iis patrons will give it that strong support 
ipits m 


richiv earned. 








‘Troe Miyxysora Supreme Co orr has decided that under the 
conv titution of thet State it is competent for the Legislature to 
autiorize private railroad corporations to obtain land for their 
E an exercise ofeminent domain , and that the method 
of the exercise of eminent domain addresses itself to the Legis- 
iature as one of fitness and ezpedicncy rether than one of power. 
in the same decision it is held that the benefit to be deducted 
from the damsges aricing frora the teking of land for railroad 
be something special and peculiar to that par- 
land-owner, and noi one common to him and the com- 


y at large. 


purposes by 
















Tse fron Market has reached a condition more satisfactory 
to consumers and correspondingly iess so to producers, we sup- 
pose. A little more than a month ago quotatious for rails were 
than for the smaller one. Now quotations are $86 to $85, 

hear of a sale at $78, and still the market is inactive 
amount of gales small. Prolably the slew sale of the 
nds of.new companies prevents miny from purchasing who 
need iron now ; while others, who can wait, prefer not to pur 
chase when the market appears to he declining 








Train Accidents in October. 
* On the morning of tho ist, the locomotive and express cars 
of tho Cincinnati express, on the Pennsylvania Railroad, were 
thrown from the track and down a bank 25 feet high, 25 miles 
west of Philadelphia, and the engineman and fireman were 
killed. The accident was caused by the malicious removal of a 
joint fastening and the displacement of the end of ea rail. 

On the ist, an east-bound train on the Jacksonville, Pensa- 
cols & Mobile Railroad was thrown from the track by a defective 
rail, near Baldwin, Fla., and an express car and a number of 
box cars were demolished. No one was huri. 

On the afternoon of the 2d, a train on the New York Central 
Railroad ran into s, team which was crossing its track, and the 
locomotive and two or three cars were thrown from the track, 
without injury to any on the train. 

On the 2d, about? p. m., 2 north-bound passenger train on 
tha Chicago & Alton Railroad, when about 15 miles from East 
St. Louis, ran into a number of empty freight cara which had 
broken loose from afreight train. The locomotive, baggage 
and expreas car of the passenger train were piled together and 
burned by fire from the firebox, and the engineman, fireman 
and express messenger were thrown a considerable distance 
aud badly hurt. ; 

On the night of the 2nd a west-bound passenger train on the 
Lake Shore & Michigan Southern Railway ran into-the head of 












a freight train while passing through the yards in Cleveland, 


demolishing the freight engine and badly scalding its engine- 
man. One ond of the rear sleeping car was considerably 
damaged, but no passenger was huri. 

On the morning of the 8d there was a collision at Osage City, 





fortune which its many years of good service have | 





Kansas, on the Atchison, Topeka & Santa Fe Railroad, between 

a “ wild” locomotive anda regular train. The engine of the 

latter was badly wrecked. Some misunderstanding of orders is 
aid to have been the cause. 

On the morning of the 3d, as a west-bound express train on 
the East Tennessee, Virginia & Georgia Railroad was running at 
arapid rate around a sharp curve near the summit of a steep 
grade, three miles west of Greenville, Tenn., the trucks of the 
mail car left the track, and before the train could be stopped 
they struck the timbers of a high trestle, which gave way at 
once. The locomotive, baggage car and express car passed 
over the trestle safely ; the smoking car and passenger car 
following went through the trestle, and the remaining cars, a 
passenger and a sleeping car remained on the track. A brake- 
man was killed and 16 persons were injured, one or two per- 
haps mortaily. 

On the morning of the 3d the engine of a freight train on the 
Baltimore & Ohio Railroad ran off the track and was over- 
turned near Rawlesburg, W. Va., fatally scalding the fireman. 
The accident is thought to have been caused by the bursting of 
a tire. 


On the 3d a freight train on the Lake Superior & Mississippi 


Railroad ran off the track at the Fond du Lac bridge, near Du- 
luth, blocking the road for some hours. ‘ 

On the afternoon of the 3d there was a collision between a 
freight train on tne Indianapolis & Vincennes Railroad and one 


on the Ohio & Mississippi road at the crossing in Vincennes, , 


Ind., by which a locomotive and several cars were wrecked. 


On the morning of the 4th a freight train on the Chicago, . 


Dubuque & Minnesota Railroad ran off the track at Buena 
Vista, Iowa, and six cars loaded with lumber went down an em- 
bankment 25 feet high. The accident is said to have been 
caused by a broken axie. 

On the 4th a freight train on the Haverhill Branch Railroad 
ran off the track near Georgetowa, Mass., wrecking seven 
cars. 


On the evening of the 4th there was a collision between an: 


engine and a freight train on the Louisville, Ciacmnati & Lex- 
ington Railroad 15 miles from Louisville, by which both loco- 
motives and two cars were wrecked. 


On the morning of the 5th two freight trains on the Parkers-- 


burg Branch of the Baltimore & Ohio Railroad metin collision 
near Bridgeport, W. Va., fatally injuring a fireman and greatly 
damaging both engines. 


On the morning of the 5th the boiler of a locomotive attached! 


to a freight train on the Baltimore & Ohio Railroad at Frank- 
ville, W. Va., exploded, killing iustantiy the engineman and 
fireman, fatally injuring a brakeman, and scalding, though not 


dangerously, a watchman who was standing by. The tele" 
The accident cannot be accounted for,. 
as the engine had been failing for st am, and was taking @ Sside-- 


graphic report says : * 


track to allow other trains following to pass by.” 

On the evening of the 5th, as two freight trains were running 
southward with but a short interval, on the Rockford, Rock 
Jgland & St. Louis Railroad, the forward train halted at a tank 


two miles south of Vinchesté 






to take water, and seni 
back a flag. The other train was too close, however, and be 
fore the fiag was fairly started it came around a curve at fuil 
speed, broke up ten cars in the rear of the halted train and 
wrecked its own engine. 

On the evening of the 5th a west-bound accommodation train 
on the Winona & St. Peter Railroad, with 32 loaded cars, brok« 
in two near the middle at the top of a grade, and both sections 
kept on the same direction. The engineman having rounded a 
curve at the bottom of the grade discovered that sume cars 
were missiug, and began to slack up, expecting to find them at 
the top or on the other side of the hill The train going very 
slowly, the missing cars came down upon its rear with some 
force, throwing off one car and injuring othe: 

On the morning of the 7th there was a cciiision on the Mil- 
waukee & St. Paul Railway, a few miles from Milwaukee, be- 
tween an east-bound and west-bound freight train, considera- 
bly damaging both engines and wrecking eighi or ten cars, 
The cause is said to have been the disobedience otf orders on 
the pari of the conductor on the east-bound train, 

On the morning of the 5ih the locomotive, tender, baggage 
and several passenger cars ot an cast-bound train on the Ralti- 
timore & Ohio Railroad ran off the track and down the bank at 
Reiay House, Md., injuring « 
of them seriously. 

On the morning of the 8th a north-bound passenger train 
on the new Cincinnati & Springfield Railway ran at high speed 
into the rear of a gravel train going in the same direction, in 
the northern part of Cincinnati, at a bridges over a street. The 
Cincinnati Enquirer says: “The weather was foggy, and the 
engineer of the Springfield train says he could net observe any 
train ahead of him, and was not aware of the dirt train until 
his engine struck it. He immediately shut off steam and 
jumped for his life. The passenger train kept on, pushing the 
dirt train with such force as to throw three of the dirt cars from 
the track and crowded the bridge off the coping at the abut- 
ments, precipitating the-whole structure duwn upon the ave- 
nue. The three dirt cars followed, and the engine of the Spring- 
field train went down also among the debris, a distance of seven- 
teen feet. The baggage car followed only half way over, and 
would have been crushed into splinters but for the strong 
coupling by which it was held to the rear passenger car.” 

On the morning of the Sth, the engine and two cars of 2 
west-bound pazsenger train on the Erie Kailway were thrown 
from the track by 2 misplaced switch, near.Goshen, N. Y., caus- 
ing very little damage except the delay. 

On the 8th, a freight train on the Connecticut Valley Rail- 
road ran into the station at Saybrook, Conn., causing $2,000 
damage to the building. 

On the evening of the 8th, as a through north-bound freight 
train on the Rome, Watertown & Ogdensburg Railroad was 
running & litile south of Williamstown, N. Y., ten cars were 
thrown from the track and more or less broken up, 


number of passengers, but none 
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On the 9th, as a freight train on the Lake Superior & Missis- 
sippi Railroad was- going down a grade at Bald Eagle Lake, 
Minbn., the locomotive, one box car and seven empty flats ran 
off the track. 

At 54 on the morning on the 10th, on the St. Louis & Iron 
Mountain Railroad, near Cadet Station, Mo., there was a col- 
lision between a north-bound passenger and a south-bound 
freight train, badly injuring both locomotives and throwing 
some cars down the embankment. The fireman of the passen- 
ger train was severely injured. The freight train is reported 
to have been running on the other train’s time. 

On the evening of the 10th a passenger train on the New- 
burgh Branch of the Erie Railway ran into the rear of a coal 
train going in the same direction, near New Windsor, N. Y., 
crushing the caboose and two coal cars of the coal train and 
throwing them into’ the ditch. 

On the night of the 10th the ladies’ car of an express train on 
the new Elizabethtown & Paducah Railroad jumped the track 
eight miles from Paducah, Ky., went down an embankment 40 
feet high, and landed bottom upward. Two passengers were 
killed and 14 injured out of about 20 in the car. 

On the morning of the 11th one coal train ran into the rearo 
another, near Sir John’s Run, W. Va., on the Baltimore & Ohio 
Railroad, breaking up ten or twelve iron coal cars. No one hurt. 

On the morning of the 11th there was a collision between 
two locomotives near Urichsville, Ohio, on the Pittsburgh,Cin- 
cinnati & St. Louis Railway, one of which was completely 
wrecked, 

On the morning of the 11th a coal train on the Baltimore & 
Ohio Railroad was thrown from the track near Hancock, W. Va., 
and a number of cars were wrecked. The breaking of a driv- 
ing-wheel is reported as the cause. 

On the night of the 11th a freight train on the East Pénnsyl- 
vania Railroad ran into the rear of another between Mertztown 
and Shamrock, crushing the caboose car. 

On the morning of the 12th, at Corning switch, on the Albany 
& Susquehanna Railroad, a misplaced switch caused a freight 
train to leave the track, the locomotive going down a bank ten 
or fifteen feet and turing completely over, very severly injuring 
the engineman and fireman, and slightly injuring three brake- 
men. 

On the 12th an engine and tender were backed forcibly 
against some cars on the Portland & Ogdensburg Railroad, at 
West Danville, Vt., wrecking the tender. 

On the afternoon of the 12th there was a collision between an 
express on the Fitchburg Railroad and a gravel train on the 
Worcester & Nashua, at Ayer, Mass., by which the locomotive 
of the gravel train was seriously damaged. 

On the afternoon of the 12th a freight train on the Indianap- 
olis, Cincinnati & Lafayette Railroad ran off the track near 
Whitestown, Ind., blocking the road for a time. 

On the afternoon of the 12th a part of a freight train on the 
Winchester & Potomac Division of the Baltimore & Ohio Rail- 
road was thrown from the track, caused, it is said, by a cow 
falling under one of the cars. Five cars were wrecked and the 
track torn up for some distance, ? 

On the afternoon of the 12th a freight train on the Cleveland 
Columbus, Cincinnati & Indianapolis Railroad ran into three 
coul cars which were standing on the track three miles east of 
Dayton, Ohio, knocking two of them to pieces and wrecking the 
engine and five cars of the freight train. ‘The freight train is 
said to have been running so fast that it could not stop in 
time after seeing the ordinary danger signal, which was dis- 
played properiy. 

On the 12th a mail train on the Des Moines Valley Railroad 

ran intoa threshing machine, which was crossing the track 
at the time, with such results to the train that it was delayed 
two hours. 
. On the evening of the 12th a train consisting of two locomo- 
tives and 22 empty cars ran intoa steer on the Atchison, Topeka 
.& Santa Fe Railroad, near Grasshopper Falls, Kan., breaking the 
pilot of the first engine and throwing the other engine and all 
the rest of the train down an embankment 20 feet high. Itis 
reported that most of the cars were entirely destroyed, and one 
engine injured so that it must be rebuilt. A fireman and brake- 
man were injured. 

On the evening of the 12th a freight train on gia new Cincin- 
nati & Springfield Railroad ran into some loaded freight cars at 
Paris station, near Cincinnati, wrecking seven cars and badly 
injuring the conductor and a brakeman. 

.On the morning of the 13th a south-bound freight train on the 
(Cincinnati & Springfield Railway struck two cars that were 
standing on the main track near Dayton, Ohio, wrecking seven 
cars of the train, tearing up the track badly, and severely in- 
juring a brakeman. 

On the night of the 13th a west-bound passenger train, while 
coming down a grade into Truckee, Nev., on the Central Pacific 
Railroad, broke in two at or near the engines (there were two). 
It was dark, and neither the men on the engines nor those on 
the train detected it until the latter were alarmed by the exces- 
sive speed of their cars. They began to apply the brakes, but 
almost immediately their section of the train struck the en- 
gines, and mail, express and baggage cars tumbled down an 
embankment, leaving the sleeping car on the bank, though off 
the rails. The conductor, a mail agent, an express messenger 
and an express guard were killed, and a brakeman, a newsboy, 
and a passenger who was in the baggage car, were injured. 

On the 14th, a little after midnight, a freight train was wrecked 
from some unexpiained cause on the New York Division of the 
Pennsylvania Railroad, near Metuchin, N. J. 

On the same day an east-bound freight train on the Iowa 
Division of the Chicago & Northwestern Railway broke through 
a bridge over Big Creek, near Bertram, Iowa. The engine and 
three cars next it passed over, and twenty cars following went 
through the bridge, and many of them were hopelessly wrecked. 
No one was hurt. 

On the evening of the 14th an east-bound freight train on the 
Chicago, Rock Island & Pacific Railroad ran into the rear of 


bumpers, and causing other damage to cars. 

On the morning of the 15th a car loaded with hogs, on the 
Peoria line of the Chicago, Burlington & Quincy Railroad at 
Magnon, Ill., was moved on a steep grade by hand until it 
started by its own weight and ran with some speed toward the 
bridge over Spyon River.. At that moment a passenger train 
was coming down the grade on the other side of the river. The 
engineer of this train discovered the runaway car, applied the 
Westinghouse brake, brought his train to a halt, and had fairly 
commenced backing when the car struck, breaking the head- 
light and the end of the car and killing a few hogs. 

On the morning of the 15th an east-bound freight train on 
the Baltimore & Ohio Railroad ran into the rear of another at 
Cameron, W. Va., killing a brakeman, injuring the engine, and 
wrecking several cars. 

On the 15th an express train on the Pennsylvania Railroad 
ran at full speed through a train of empty coal cars on the 
Reading & Columbia Railroad, which stood across the Penn- 
sylvania’s track at Landisville, Pa. The car struck was com- 
pletely shattered, and the locomotive of the express lost its 
cow-catcher, but so little damage was done jthat the express 
was not even stopped. 

On the morning of the 16th, as a freight train in two sections 
was moving northward on the Pittsburgh, Cincinnati & St. 
Louis Railway, 34 miles southeast of Chicago, the rear section 
broke in two, leaving all the brakemen on the cars broken off. 
About the same time the forward section stopped for water, 
and the rear section was going down a steep grade, the head- 
light having been accidentally extinguished. Thus the rear 
engineman did not see that the forward section was halted 
until he was close to it, aad then could not stop for want of 
brakemen. His engine ran into and completely wrecked the 
caboose car, killing one passenger and wonnding two. 

On the 17th a freight train on the Pitteburgh & Connellsville 

Railroad ran off the track near Confluence, Pa., damaging a 
number of cars, but hurting no one. 
* On the morning of the 17th, as a locomotive was drawing 
two cars, loaded with grain, up the bank of the Mississippi in 
St. Louis, the coupling to the engine broke and the cars ran 
back to the river, one striking a steamboat, running out into 
the river and sinking. 

On the morning of the 17tha freight train of the Indianapo- 
lis, Cincinnati & Lafayette Railroad was backed down a side 
track and into a west-bound freight train of the Indianapolis & 
St. Louis Railroad. Three cars of the former train were thrown 
from the track, but little damage was done. 

On the night of the 17th a west-bound express trainon the 
Lebanon Valley Railroad was thrown from the track by a mis- 
placed switch near the Lebanon Valley Bridge in Reading. No 
one was hurt, but the train was delayed all night. The switch- 
man had made the signal properly, but forgot to turn the switch. 

On the afternoon of the 17th an engine and pay car on the 
Quincy, Alton & StLouis Railroad ran through an open switch 
at Seehorn Station, Iil) The engine turued completely over and 
dragged the car from ‘the track, scattering greenbacks about 
promiscuously. Trains were delayed about eight hours, but 
little further damage was done. 

On the 19th a freight train on the Toledo, Peoria & Warsaw 
Railway ran off the trackat Hollis, Iil., the engine running for 
some distance by the side of the track, aud two or three coal 
cars being damaged. 

On the 19tha freight train on the Toledo, Peoria & Warsaw 
Railway ran off the track at Bushnell, Ill., with no very serious 
results. 

On the morning of the 19th a passenger car, filled with pas- 
sengers, on the Dutchess & Columbia Railroad, ran off the 
track at the junction with the Hudson River road, but did not 
upset, and no one was hurt. The spreading of the rails is re- 
ported as the cause. 

On the morning of the 19th a freight train on the Dayton & 
Michigan Railroad broke in two near Higgins Station, Ohio, 
while going down a grade, and afterwards the rear section ran 
into the forward section and caused a wreck which blockaded 
the line some hours. 

On the 20th, in the forenoon, a loaded coal train was 
wrecked by the breaking of one of the tender’s axles on the 
Philadelphia & Reading Railroad, near the Phoenixville tunnel, 
blocking the road for some hours. 

On the afternoon of the 2ist a car of a north-bound freight 
train on the Logansport, Crawfordsville & Southwestern Muxil- 
way jumped the track near Rockville, Ind. The car was loaded 
partly with coal oil and matches, and tie latter caused a fire 
which soon burned the car. 

On the night of the 2ist there was a collision between two 

locomotives on the New York Division of the Pennsylvania Rail- 
road near Bristol, Pa., detaining trains two hours. 
* About 3 o’clock on the morning of the 22d an express train 
from Portsmouth, on the Eastern Railroad, ran through a mis- 
placed switch into the rear of a freight train which was waiting 
at a side track at Seabrook, N. H., for the express to pass. 
Several cars of the freight train were crashed, and of the ex- 
press train the baggage, mail and smoking car and one coach 
following the express car were piled together and forced into 
each other, injuring fatally two persons and more or less se- 
verely 13 more. The switch had certainly been set right after 
the way freight was side-tracked,. for a through freight had 
passed; but the most searching investigation has failed to 
show how or by whom it was changed. It was shown, how- 
ever, that it was left unlocked, and that the switch had no 
lights to show how it was turned. The engineman of the ex- 
press saw by his head-light when within 100 feet that the switch 
was turned for the side-track, and then called brakes, reversed 
his engine and jumped. 

On the morning of the 22d there was a collision between two 
heavy freight trains on the Michigan Central Railroad near Mar- 
shall, Mich., causing great destruction of rolling stock and 
blocking the track for hours, 





another at La Salle, LL, disabling the engine, breaking 18 or 20 


On the 22d « train ran over a cow on the new Flint River 
Railroad near its junction with the Flint & Pere Marquette, 
throwing the train down a high bank and wrecking it, killing 
one.man and injuring four others. 

On the afternoon of the 22d as a freight train was passing over 
a bridge near Bertram, Iowa, on the Iowa Division of the Chi- 
cago & Northwestern Railway, the spreading of the rails threw 
12 cars from the bridge after the locomotive and four cars had 
passed over, breaking the bridge and delaying all trains. It 
was at the same place that a similar accident occurred on the 
15th, 

On the night of the 22d a switching engine with several cars 
ran off the track of the Indianapolis, Bloomington & Western 
Railway at the depot in Pekin, Ill. 

Near midnight on the 22d an express train on the Indianap- 
olis & St. Louis Railroad was thrown from the track by a broken 
rail, while running about 20 miles an hour, near Mattoon, Lil, 
the engine being badly wrecked, and the baggage car and three 
coaches leaving the track. The engineman and fireman were 
severely injured. 

On the atternoon of the 24th, as a mixed train on the Troy & 
Boston Railroad was approaching Pownal, Vt., a bumper of the 
second freight car dropped down, throwing five cars from the 
track and delaying the train three hours. 

On the morning of the 25th a train on the Erie Railway ran 
through a coal train at Greycourt, N. Y., as it was crossing over 
to the Newburgh Branch, breaking up two cars of the coal 
train, and throwing engine, tender, and two cars of the other 
train from the track. 

On the 25th a Pullman car of a Vermont Central train was 
** smashed on the switch,” as our account has it, a the train 
was about stopping at Lowell, Mass. No one was bart, but the 
road was blocked about two hours. 

On the 25th a north-bound express on the New York Division 
of the Pennsylvania Railroad ran into a way train ou a switch 
at South Elizabeth, N. J., wrecking the engine and baggage 
car of the express and throwing two passenger cars from the 
track, and injuring more or less all the cars of the 
way train. The conductor of the way train was injured. The 
express was 15 minutes behind time. 

On the afternoon of the 25th, on the Cincinnati & Springfield 
Railway at Cincinnati, O., a construction train after taking 
water at a tank failed to replace the water pipe. A south-bound 
express train passing at the rate of 25 mil es an hour struck this 
pipe, wrecking the train, killing the conductor and injuring 
three persons badly. 

Oa the night of tae 25th a north-bound express train on the 
Northern Central Railway ran into a land-slide near York, Pa. 
and engine, baggage aud express cars were thrown from the 
track, killing the engineman and badly injuring the fireman. 

On the morning of the 26th a locomotive and three cars were 
thrown from the track of the Pittsburgh, Fort Wayne & Chicago 

Railway near Upper Sandusky Ohio. Noone was hurt. 

On the morning of the 26th a passenger train on the Phila- 
delphia & Reading Railroad ran into the rear of a coal train 
which was standing on the main track near Bridgeport, Pa. 
The coal tram was behind time, aud where the track was 
usually clear, and the passenger engineman could not see it 
until he was close by, as it was close to a curve. He called 
brakes and reversed his engine and jumped, but was thrown 
against a coal car and killed. Six or seven coal cars were 
crashed, and the passenger engine was throwa diagonally 
across the track. 

On the 26th a passenger train on the West Jersey Railroad 
ran over a cow near Bridgeton, N. J., by which the smoking 
car was thrown from the track. No one was hurt. 

On the afternoon of the 26th a heavy mass of earth and rock 

feli upon the locomotive and some of the cars of a moving coal 
train on the Lehigh Valley Railroad, bringing the train to such 
a sudden halt that 50 cars were piled up in all directionr, 
while the engine was nearly rained. No one was hurt. 
* On the night of the 26th an express train ou the St. Louis, 
Kansas City & Northern Railway ran into a herd of cattle which 
were sleeping on the track at Highhill, Mo., killing five animals 
and throwing engine and baggage car from the track. 

On the evening of the 26th a passenger train on the Cincir- 
nati & Springfield Railway ran into a flat-car which had been 
turned on to a siding but was not entirely clear of the switch. 
The flat-car was wrecked and broke the head-light and cow- 
catcher of the locomotive. 

On the morning of the 27th a west-bound freight train on 
the Columbus, Chicago & Indiana Central Railway ran over a 
cow at Covington bridge, three miles east of Bradford J unction 
throwing the locomotive and eight cars down a bank 40 feev 
high, just as a train was about to enter the bridge. A brake- 
man was killed, and an engineman and fireman wounded, 

On the night of the 28th ax express train on the Indiananpo- 
lis & St. Louis Railroad ran into a freight car which had been 
pushed from a siding upon the main track at Ashmore, Ill, 
The engine was thrown diagonally across the track and 
three cars into the ditch. No one was ‘hurt. 

On the afternoon of the 29th the day express train to Boston 
on the Vermont Central Railroad ran into the rear of a freight 
train going in the same direction near Montpelier Junction, Vt. 
The caboose car was broken up, and some train-meu who were 
eating dinner in it were a little bruised. The engine of the ex- 
press was disabled. 

On the afternoon of the 29th an empty coal train north-bound 
and a south-bound loaded coal train came into collision ‘near 
Lambertville, N. J., on the Belvidere Delaware Railroad. One 
of the enginemen was slightly hurt, both engines were badly 
broken, and thirty or forty cars broken up, thrown into the 
canal and down the river bank. 

On the afternoon of the 29th, as an express train on the 
Great Western Railway of Canada was passing Beamsville Sta- 
tion, two passenger cars, two Pullman cars and a Wagner car 
were thrown from the track, and the three latter went down the 





bank, there ten or twelve feet high, injuring seriously 13 pas- 
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sengers, one or two of them dangerously. The locomotive, ten. 
der, baggage car and two passenger cars in front remained on 
the track. The breaking of an axle, breaking of a switch rail 
and spreading of the rails have all been assigned as the cause 
of the accident. 

On the morning of the 30th a car loaded with lumber, on the 
Indianapolis, Cincinnati & Lafayette Railroad, ran off the track 
in Indianapolis, and was broken to pieces at a bridge, the 
trucks falling into a canal. The road was blocked an hour, but 
no one was hurt. 

On the afternoon of the 30th a west-bound freight train on 
the Memphis and Louisville Division of the Louisville & Nash- 
ville Railroad ran through some trestle-work a mile east of 
Shelby, Tenn., throwing ten cars of cotton and oil into the 
ditch, and blocking the track six hours. 

On the evening of the 3lsta platform car ofa construction 
train on the Toronto, Grey & Bruce Railway ran off the track 
near Owen Sound, Ont. About 20 men were riding home from 
work on this ¢ar. Three were killed and four injured. 

On the 31st, between 6 and 7 o’cluck p. m., near Monmouth 
Junction on the Amboy Division of the Pennsylvania Railroad, 
there was a collision between a coal train and a passenger 
train going in opposite directions, the former at the rate of five 
miles an hour, the latter 30 miles an hour. The two engines 
were crushed together, and the coal-train engine exploded. 
The tender of the other engine was forced from its trucks and 
into the top of the engine, while the end of the passenger car 
following was driven into the tender. Two cars of the coal 
train were wrecked. The engineman and fireman of the coal 
train, and the fireman of the passenger train, were fatally in- 
jured, and the engineman of the passenger train and a brake- 
man of the coal train severely so. ‘U).e accident was caused by 
a telegraph‘ operator, who ordered the two trains directly into 
each other, though properly ordered by the train dispatcher. 
The following were the telegrams ordered seat, No. 80 being 
the passenger train in question, and No. 668 the coal train : 
To the coal train—‘“‘ Meet extra No. 615 at Dayton, run to Mon- 
mouth Junction off of all extras. Run to Dayton off of train 
No. 80.” The order to passenger train was: ‘‘ Lay at ‘Dayton 
until extra No. 668 leaves.” The dispatch found on the body 
of the engineman of No. 668 read : “* Run to Dayton off of extra 
No. 615, then run to Monmouth Junction off of train No. 80.” 
The verdict of a coroner's jury was that Martin Conover, the 
operator at Trenton whe sent the train orders, was guilty of 
gross negligence and carelessness, and that the railroad com- 
pany was ‘‘ceusurable for recklessness in the manner in which 
their trains are run.” 

On the 3ist there was a collision between a gravel train and 
a hand car on the St. Louis & Iron Monntain Railroad, near 
Charleston, Mo. A dense fog was prevailing at the time, which 
delayed the gravel train, and the section-master, supposing it 
had passed, started out with his hand car and ran directly into 
the gravel engine, seeing it only just in time for his men to 
save themselves by jumping. The gravel train was thrown 
from the track and completely wrecked, and six trainmen and 
workmen were injured, some of them dangerously. 

Near the close of the month at Winthrop, Iowa, on the 
Dubuque & Sioux City line of the Illinois Central Railroad, | 
while making up a train, the three sections into which the 26 
ears were divided were driven together with great force, and 
nire were badly wrecked. ‘‘ Defective brakes” are said to have 
been the cause. 

This ‘s a t>tal of 90 accidents, which may be classified accord- 
ing to thew oature and causes, as follows : 


Derai'ments. 

UNneSPlAMe .... oc cccicccccccccccsccvcccccccscesecescsocccs 19 
By CAtbiG......ccccersceccccrccccccccessr secs ccesecessccsens 7 
By miaplaced Switen...........ccccccccsccccccccserscsesecs 4 
By broken tire. .........02 cccccecececceeee coceereccsevere 2 
ii I MIR Sc cceRaknaGendnstel adn ias.cnscamser can’ <simen 2 
By defective raiis......... cee eeee cece cece seen seer eceeceseee 2 
By spreading Of rails..........0. ceeseee ceeecee  ceeeeees 2 
Bae SR SO TOs sign 0 hss cnanccinesiacnes: sbacies 2 
By malicious obstruction... ........ ceeseeeeees aiele aeatorecee 1 
Mir VORIEIS AE CIOEHING. «2. o.6i00s ccccersaccccceseccces Caaeniin 1 









Ky fallen buoter...... 
By misplaced water pipe 
By landslide .............. 

Collisions. 

tear collisions 
Head collisions 
Crossing collisions... 
Unknown 
jroken bridge 
Boiler explosion 
Landslide on train 
Unknown 





Five of the rear collisions and two of the derailments were | 
caused by trains breaking apart, evidently by reason of lack of | 
sufticient strength in vhe connections. Four of the derailments 
and one rear collision were caused by misplaced switches. 

Six of the accidents are traced to defects in the track and 
permanent way, and five, excluding the explosion and the 
broken links, ete., to defects in rolling stock. 

Only 28 of these 9) accidents are reported to have caused 
injury to persons; 17 of these caused death. The total, as we | 
have it reported, is 29 killed and 102 wounded. Thirteen of the | 
deaths and 66 of the cases of injury are referable to derail- | 
ments, 13 deaths and 35 cases of injury to collisions, and 3 | 
deaths and one case of injury to a boiler explosion, 

For the nine months ending with October (we had no report 
for January) our record is as follows—one accident in Septem- 
ber, on the Alabama South & North Railroad, by which two 
persons were killed and four wounded, being added to our last 
month’s list : 








February. 0.2.00 ccccccccccccccessocces 18 
pT rr ae 7 8 67 
BOOT oo. cencacranhaveshPensanss sone . 2 13 32 | 
a a 9 83 
ER eee 44 63 114 
OORT cn. ncsiedauwionsss 31 35 66 
August... ..ccccccccccccececs .. 58 14 39 | 
September...... 0... cececccccscccerecs yet 24 104 | 
DORON. 0s Kev sivecsenns edeciccee Seckucesic ae Qu 102 
TOUR. 6005. cccdvscdecde-90se0esencseee 2u8 685 





abreast with the latest improvements. 


The number of accidents in October thus appears to have 
been near one-fourth of the whole number reported for the 
nine months, and the injury to persons something above the 
average. We again remark the small number of persons in- 
jured in comparison with the number of accidents, and the 
very large number of accidents, most of which, judging from 
the imperfect reports accessible, were avoidable. 


. Oeneral Railroad Mews. 


ELECTIONS AND APPOINTMENTS. 











—At the annual meeting of the stockholders of the Dismal 
Swamp Canal Company, at Norfolk, Va., November 4, William 
B. Rogers, Esq., was unanimously re-elected President, and 
Messrs. John B. Whitehead, D. D. Simmons, W. H. C. Ellisand 
E. C. Robinson directors for the ensuing year. 

—The Legislature of Vermont has elected Myron W. Bailey, 
of St. Albans, Railroad Commissioner of that State. Concern- 
ing the duties of this office the St. Albans Messenger says : 
‘**'The place is an absolute sinecure, and the title of the statute 
creating it should be changed so as to read‘ An act requiring 
the railroads to give free passes and $500 a year to some clever 
fellow.’” 

—At the annual meeting of the stockholders of the Philadel- 
phia, Germantown & Norristown Railroad Company at Phila- 
delphia, November 4, Messrs. Coffin Colket, J. J. Woodward, J. 
Warner Johnson and 8. Wilson, all of Philadelphia, the four 
managers whose terms expired, were re-elected to serve three 
years. 

—Major Peyton Randolph, who has been for some time en- 
gaged on the Chesapeake & Ohio Railroad, has been appvuinted 
Chief Engineer of the Lynchburg & Danville Railroad, in place 
of Mr. H. W. Vandergrift, who has resigned. 

—E. C. Call has been appointed by the Jackson, Lansing & 
Saginaw Company agent for tbe sale of its lauds on the north- 
ern portion of its road. His ofticeis at East Saginaw, Mich. 

—Mr. Andrew Y. Beach, General Ticket Agent of the Nauga- 
tuck Railroad, has accepted the agency in Springfield of the 
New York, New Haven & Hartford Railroad Company, and 
assumed the duties of his new position on the 16th iastant. 
Mr. Beach has filled the position of General ‘Ticket Agent 
(office in Bridgeport) on the Naugatuck road for the last four 
years with great acceptability. Previously to his appointment 
as General Ticket Agent he was agent at Naugatuck and Sey- 
mour. 

—At the annual meeting of the Hannibal & St. Joseph Rail- 
road Company, Jenkins Van Schaick and C. H. Kerner, of New 
York, and A. W. Lamb, of Hannibal, Mo., were chosen to fill 
the places of the three retiring directors, Messrs. Jenkins Vau 
Schaick, Daniel 8. Miller and George Cecil. 

—At the October meeting ot the Civil Engineers’ Club of the 
Northwest, Messrs. Beneget Williams and E. R. Farnham were 
elected members. 

—The board of directors of the Louisville, Cincinnati & Lex- 
ington itailroad Company met at Louisville, Ky., November 8, 
aud elected Gen. John Echols, of Virginia, President, in place 
of Dr. Norvii Green, who has resigned. 

—Gen. John W. Sprague will hereafter act as Superintendent 
of the Pacitic Division of the Northern Pacific Railroad. He 
will continue to perform his duties as General Agent of the 
company on the Pacific coast. 

—It is reported that Mr. W. B. Strong, Assistant Superin- 
teudendent and General Freight Agent of the Burlington & 
Missouri River Railroad, will succeed Mr. C. H. Hudson as 
Division Superintendent of the Chicago, Burlington & Quincy 
Railroad at Chicago, and that Mr. A. E. louzalin, the General 
Ticket and Passenger Agent of the Burlington & Missouri 


| River road, will take the same position on the Atchison, 


Topeka and Santa Fe. Both of these are unusually capable 
officers, and are well and widely known among railroad men in 
the West. 


—Mr. C. H. Hudson, for some years an engineer in the ser- 
vice of the Chicago, burlington & Quincy Railroad, and for two 
or three years past Division Superinteodent on the Chicago 
Division, and for a few months past also in charge of the Loco- 
motive Department, has accepted an appointment as Saperin- 
tendent of the new Chicago, Dubuque & Minnesota Railroad, 
with office at Dabuque. Mr. Hudson is a careful, conscientious 
and capable engineer and superintendent, with an enthusiasm 
for his profession which insures his always keeping himself 
His road wiil have inti- 
mate connections with the Chicago, Burlington & Quincy, and 
Mr. Hudson will be well fitted to work it in harmony with the 
latter line. 


TRAFFIC AND E 


ARNINGS. 





—The ®arnings of the Great Western Railway of Canada for 
the week ending October 18 were : 1872, £26,360 ; 1871, £21,725 ; 
increase, £4,635, or 21} per cent. 

—The earnings of the Grank Trunk Railway for the week 
ending October 19 were : 1872, £49,500 ; 1871, £39,300 ; increase, 
£1,200, or 34 per cent. 

—The Detroit Tribune says that during the three months 


| ending October 31 there were registered at the Michigan Cen- 


tral Company's telegraph office at Jackson, Mich., 3,667 trains. 
This does not include the trains passing over the Air-line, which 
were registered at the Junction. 

-The earnings of the Kansas Pacific Railway for the fourth 
week in October were : from passengers, $27,235.30; freight, 
$122,220.52; mails, $2,055.32; total, $151,511.14. Of this 
amount $10,541.08 was for transportation of troops, maiis and 
government freight. 

—The earnings ot the Des Moines Valley Railroad for the ten 
months ending October 31, 1872, were: From passengers, mails 


and express, $199,044.27; from freight, $515,883.95; total, 
$714,938.22. The freight receipts for the month of October 


| were $71,046.17. 


—T be receipts of the New Brunswick section of the European 
& North American Railway for the month of October were : 
1872, $33,834; 1871, $27,883; increase, $5,951, or 17§ per cent. 
The earnings per mile fur October, 1872, are $297. 

—The following roads report earnings for October as follows 










1872. 1871. Increase. Decrease. P.ct. 
Atlantic & Pacific.. $547,928 $317,934 $149,994 “aes 8734 
Bur., C. R. & Mina... 126,967 74,602 53,365 haa W236 
Central Pacific....... 1,375,425 981,005 894,420 ve 40% 
Chicago & Alton..... 543,578 473,27 70,301 bes 14% 
Clev., Col.,C. & Ind.. 428,593 391,346 37,252 ’ 9346 
Illinois Central...... 863,754 753 184 110,570 tie 145¢ 
Ind., Bloom. & W.... 137,634 96,350 41,284 r 4234 
Kansas Pacific. ...... 442,822 392,500 50,322 F 12% 
Lake 8. & Mich. So.. 1,458 1,402,597 51,342 ‘ 35g 
Mil. & St. Paul...... 950,948 841,150 109,795 ... 2B 
3 | Marietta & Cincin... 208,977 175.438 33,539 sous 1944 
Mo., Kan. & Texas.. 232,000 109,191 122,809 * 112 
St. Louis & I, Mo'n.. 213,325 175,792 37,533 “ 213% 
St. L., Kan. C. & N’n. 372,589 318,509 54,080 ape 17 
— | Toi., Peoria & War.. 115,139 94,907 20,232 atiihe 21% 
To)., Wabash &W... 621,351 600,205 i rn 34 





THE SCRAP HEAP. 
Prices of Rails in October. 


Bigelow & Johnston, of No. 48 Pine street, New York, report 
the following prices current of rails for the month of October : 


7 














Gold. | Currency. jImport, ous 
New Rails. 

I iis nants Adononbae 73 BOPP RAES, 6-7 20,458 
TE cceicacccgietibec: Pececets $80 @ 85 |.... ween eereee 
Total import this month.|...  .......].........- ‘ 20,458 
import since Jantery i.) ..5. ......)ccccccccecs 154,215 
PE ah ontenres Ena sk 1 5Gkassdsconeeabaaee 174,673 
ON Ns. cade che tans Cod | douse cdeeces 194,572 


Old Raiis. 
Double heads 
T or Flange 

















WD CPR oeocasecésceces 
Total import this month.|............]....seeseee: "6,508 
Import since January 1.]............|..-.eeeeee:- 49,768 
OU iis 0.55 05 Bcis cen sidanelosuainnatnen 56,276 
Same time 1971 sm 


_ * These prices represent as nearly 
ing to location of mill. 

New Rails.—The past month, which ought to have been one 
of great activity, has on the contrary been remarkable for dull- 
ness,and the transactions have not been numerous or large. 
In foreign rails there have been unmistakable signs of weak- 
ness, and prices have given away without as yet leading to much 
business. In American there was considerable movement 
early in the month, but quietness has again supervened and 
prices are a little lower. About half our imports this month 
consist of Bessemer steel. 

Olid Rails.—The market has shown a very depressed tone and 
prices have been materially reduced. A few thousand tons 
have been placed on private terms, but it is now difficult to ef- 
fect sales of any magnitude, even at our quotations, which 
leave a heavy loss to importers on current European prices. 


Brotherhood of Conductors. 

The Grand International Division of the Conductor’s Brother- 
hood met in Engineers’ Hall at Indianapolis, November 6, with 
all the officers present. A commitee on credentials reported 
twelve divisions properly represented. Committees were ap- 
pointed on the VUonstitution and By-Laws, on Finance and 
on Work. The report of the Secretary showed a membership 
of about 1,000. During the past year thirteen new divisions 
have been organized, with three now in process of organization. 
Only one division, that of Wyoming, No. 16, has gone down 
since the establishment of the Brotherhood. The present 
financial condition is very healthy, and there is now a surplus 
in the treasury. 

This association was first instituted at Mendota, IIl., July, 
1868, was reorganized at Columbus, Ohio, the following Decem- 
ber, and was revised at Cleveland in November, 1871. Its pur- 
pose is declared to be to effectually combine the interests of 
conductors, to elevate their standing as such, and their charac- 
ters a8 men. 


28 possible the range, accord- 





OLD AND NEW ROADS. 








Wellington, Grey & Bruce: 

It is confidently expected that the main line of this railroad 
will be completed to its terminus at Southampton, on Lake 
Huron, before the end of this month. 

Chesapeake & Cincinnati. 

The corporators have chosen Joseph Kinsey, Benjamin Eg- 
gieston and David Sinton a committee to open books for stock 
subscriptions. J 
New York, New Haven & Hartford. 
A second track is to be laid on the Shore Line Division from 
New Haven to New London. 
Northern Pacific—Pacific Division, 

The track is laid to Tenino, lately known as Hodgden’s, 65 


JY 


miles from Kelama, and trains are —s to that point. This 
is 19 miles more of tracx than was laid at last accounts. A ves- 


sel had just arrived at Kalama, W. 'l’., with 1,400 tons of rails 
for the road. The engineers have finished the work of locating 
the road from Tenino to Seattle, a distance of 68 miles. It is 
reported that the board of directors have under consideration 
bids for constracting the road east of the Cascades, from the 
mouth of the Palouse to Lake Pend d’Oreille, 225 miles, and 
also for the constraction of 40 miles on Puget Sound. Con- 
tractors will soon begin work between Tenino and Seattle. This 
section of the road will be somewhat expensive to build, as a 
very large amount of filling will be required and four long 
bridges, over the Puyallup, Stuck, Black and White Rivers, in 
addition to a number of bridges over smaller watercourses. 

The party which has been surveying the line through the 
Cascade Mountains has returned to Olympia, W. T., and re- 
ports having run several lines from Lake Pend d’Oreille west- 
ward. Oneline was run southward down the Spokane to the 
Snake River, a second westward across the Columbia Desert to 
the Columbia River near the mouth of the Weenatchie and 
thence to Linsley’s Pass. They also éxamined the Chusgallie 
Pass and explored the mountains for some distance, discover- 
ing three new passes. The examination of the Snoqualmie 
Pass had to be abandoned, on account of the failure of supplies 
sent to reach the party. In the following table, which gives 
the height of each pass and the length of tunnel which would 
be required by each route, Ward’s, Carlton’s and Chusallie 
asses are the ones discovered by the party. In that particu- 
ar, if in no other, the results of the expedition are most im- 
portant, and may affect the course ot the railroad over the 
mountains. The three new passes are low and easy of approach, 
are near the head of the Skykomish and within a distance of 
twenty-five miles of each other. Linsley’s Pass is the furthest 
north of any now known : 








NAME OF Pass. Altitude.| Length of Tunnel. 





pL ere 5,600 3,800 

EE Saute Guten. dhcthedvasekwon on 4,300 3,500 
RONEN: ncopndgnens tesecdeccacss ences 5,600 ees ske 
Be Or Se 4,280 3.800 
Rac 506d 4 otesbes-es+s cceetas 4,120 3,600 
PED adinecs 6 ‘Seetevcaeccnes 3,050 2,850 








Advices frcm Idaho represent that Captain Eastwick’s party 
was locating the line across the Spokane Plains, and intended 
to pass thence up the Missoula River into Montana. It is re- 
ported that he has found that some very heavy grades will be 
required to descend from the mountains above Lake Pend 
d@ Oreille to the ow Y Plains, much exceeding the limit of 52 
feet to the mile allowed by the company. Messrs. De Lacy and 
Long, with their party, had reached Warren’s some distance 
east of Lewiston, Idaho. They report that the line surveyed 
will be less expensive to build than was expected, but that it 





will be an exceedingly crooked line, almost a continual cutve, 








Nov. 16, 1872] 
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They found that the distance from Salmon City to the mouth of | and to the first-mortgage bonds, $1,500,000 ; 1,500 bonds, num- 
the South Fork is 120 miies and a fraction; from Napias Creek | bered 1 to 1,500, all outstanding.” 


to South Fork, 75 miles. The altitude of the mouth of «he 
South Fork is a little over 2,300 feet. Warren's is 6,120 feet 
high. The ridge at the head of Slaughter Creek, on the trail 
between here and the forks, is 8,160 feet high. This party ex- 
pected to pass down the Clearwater River to Lewiston, in boats, 
from the mouth of South Fork. 


Houston, Texas, Railroads. 

A correspondent of the St. Louis Republican says: 

“From Houston passengers can reach Galveston either by 
the Galveston, Houston & Henderson Railroad, or by tlre Hous- 
ton Direct Navigation line of boats down Buffalo bayou and 
Galveston bay. ‘Lide-water sets back as far as Houston on this 
bayou. The New Orleans, Mobile & Texas Railroad started 
long before the war, and had 80 or 99 miles in ranning opera- 
tion. There are now only 50 miles on the Houston end of the 
line in operation, but arrangements have been made with east- 
ern capitalists, with Gov. Sprague at the head, to complete it 
entire. The contract is already let, aud the contractors, Gid- 
dings & Champlin, have commenced operations. They will 
have to build hoes new bridges and repair the old track. This 
will make a compiete road of 200 miles direct to New Orleans, 
giving St. Louis a third route via New Orleans to Houston and 
Galveston.” 

The road referred to as tine New Orleans, Mobile & Texas is, 
on the New Orleans end, that known before the war as the New 
Orleans, Opelousas & Great Western, and now as Morgan’s 
Louisiana & Texas Railroad. VThe Texas end of the road has 
been known as the Texas & New Orleans Railroad, but was 
lately sold, we believe, to the New Orleans, Mobile & Texas 
Railroad Company, which is now putting the road in order. A 
considerable part of the road has been abandoned since the 
war. 


Northern Pacific. 
The surveys on the Montana Division are over for the sea- 
son and the entire engineer corps of that division is disbanded. 


Quincy, Aiton & St. Louis. 

There has been a rumog in Quincy, IL, that the Toledo, 
Wabash & Western has bought or is about to buy this railroad, 
and it seems that the Chief Engineer of the Wabash road re- 
cently passed over the other line to examine it. The part of 
the road from Quincy south to Hull’s, where it intersects the 
Hannibal & Naples line of the Wabash road, would give the lat- 
ter ashort line to Quincy, but not shorter than its present 
route, by which it uses 22 miles of the Chicago, Burlington & 
Quincy road ; but this would make the 48 miles of its road be- 
tween Chapin and Camp Point without through traffic. The 22 
miles of the Quincy, Alton & St. Louis between Hull’s and Louis- 
iana would yive the Wabash a somewhat indirect route to 
the latter place, and be as valuable to it, perhaps, asit can be to 
any line, 


Penusylvania—New York Division. 

Surveys are now being mace for the new road through Ber- 
gen Hill. The new line is to run straight through the hill, leav- 
ing the present line just west of Marion Station and avoiding 
the very sharp curves of the old road. It is said that the cém- 
pany has already purchased most of the property which will be 
required, and that operations will soon be commenced. The 
work will probably occupy a considerable time, as most of the 
work will be through a very hard trap rock. In the present cut 
there are no less than five curves in the mile between Marion 
Station and the signal-house at the east end of the cut. > 
road was orignally located so as to require the least possible 
amount of rock cutting, without any regard to the amount of 
curvature required. 


Louisville, Harrod’s Creek & Westport. 

Mr. Thomas J. Rask, the Chief Engineer, has -made a report 
on the est of extending this road from the Jefferson County 
line to Westport, Ky. He gives the following estimate of the 
cost of grading and superstructure for a three-feet gauge from 
Jefferson County line to Westport, along the Ohio River : 


IE winced niidebwinc ards access donb beesbeNeehmneen $21,216 75 
Clearing and grabbing. .........cccseccssescce ecsenseecese 1,352 25 
THOMOND 5060s sénecccnctcnssectiatneen oeepessedgbace x 

er éceha mandate aie 65,800 00 
Administration, engineering, CtC..........0. e000 vececeees 11,426 00 


$128,795 25 
Rolling stock, with engine-houses, water-tanks and turn- 
tubles sufficient to get the rvad in operation............. 16,300 00 








DORE, ccrcviiccesvesecsockson atten pabobeneeee- ode $145,095 25 


The length of road from Jefferson County line to Westport is 
12 12-100 miles. 


Western Pacific. 


Application has been made to have the securities of this com- 
pany, now consolidated with the Central Pacific, placed on call 
in the New York Stock Exchange; in connection with which 
the following official statement has been submitted : 

“Organized December 13, 1862, under the laws of California 
and the Pacific railroad acts ot Congress ; consolidated with San 
Francisco Bay Railroad Company November 2, 1869, under the 
title of the Westera Pacific Railroad Company ; consolidated 
with the Central Pacific Railroad Company of California June 
23, 1870, under the title of the Central Pacific Railroad Com- 
pany. The Western Pacific Railroad extended from Sacra- 
mento, California, to the wharves at Oakland, on the Bay of 
San Francisco, with a branch to San Jose. The Western Pa- 
cific Railroad Company received from the U. 8. Government, 
under the Pacific railroad acts of Congress, U. 8. subsidy bonds 
amounting to $1,970,000. First mortgage bonds of the Western 
Pacific Railroad Company (series A), on that part of the rail- 
road from Sacramento to San Jose, 1,970 bonds, numbers from 
1 to 1,970, $1,000 each—$1,970,000. Series B—On that part of 
the railroad from Vallijo’s to Oakland, 765 bonds, numbers from 
1,971 to 2,735, $1,000 each, $765,000—total, $2,735,000. All the 
above dated July 1, 1869. Interest a June Land July 1. 
Principal and interest payable in U. 8. gold coin, in the city of 
New York. Interest six per cent. per annum. Principal paya- 
ble in thirty years from date ; secured by a mortgage dated Oc- 
tober 28, 1869. By the consolidation of June 23, 1870, the West- 
ern Pacific Railroad became a part of the Central Pacific Rail- 
road and the property of the Central Pacific Railroad Company, 
and the payment of all the above bonds, — and interest, 
was fully assumed and guaranteed by the latter company.” 

The United States bonds, which are a second mortgage, are 
at the rate of $16,000 per mile; ‘Series A” covers about 125 
miles of road, and are at the same rate; ‘‘ Series B” appears to 
cover 27 miles of road, and to be at the rate of about $29,000 per 
mile. 


Central Pacific. 


Application has been made to have one class of the bonds of | drivers. These additional drivers are 


this road placed on call in the New York Stock Exchange, and 
with it the company submits the following statement : ° 

“Central Pacific State aid bonds, dated July 1, 1864; payable 
twenty years after date ; interest at seven per cent. per annum, 
payable semi-annually, January and July 1, by the State Treas- 
urer of the State of California, in the city of Sacramento, Cali- 
fornia; principal and interest ne in United States gold 
coin; secured by a mortgage of said company dated October 
26, 1864, to Edgar Mills and Joseph A. Donohoe, Trustees, on 
that part of the main line of the Central Pacific from 
Sacramento to the eastern boundary line of California, rolling 


to be at the average rate of $46,000 per mile, and the Govern- 
ment second mortgage the same ;!but these bonds are State 
bonds, and scarcely need any lien to secure them. 

Oairo & Fulton. 

Grading is now nearly finished from the Missouri State line 
to the White River, a distance of 107 miles. The bridge work 
is well advanced, and track-laying is going on as rapidly as pos- 
sible. From Little Rock northwest the road was completed | 
for about 50 miles last winter, and the grading from the end of 
the track north to the White River is well advanced. It 1s 
hoped that the track will be laid so that trains-from St. Louis 
can run tbrough to Little Rock by the end of the year. The 
bridge over White River is a combination truss with two draw- | 
spans of 125 feet each and two fixed spans of 175 feet cach, 
making, with approaches and width of piers, a total length of 
631 feet. Work on the bridge over the Arkansas at Little Rock 
has been commenced. 


Central of New Jersey. 
The following letter has been addressed to the President of 
the Delaware, Lackawanna & Western Railroad Company by | 
the Secretary of the Central of New Jersey, dated Novomber 4: | 
“At a full meeting of the directors of the Central Railroad | 
Company of New Jersey, held this day, the following preambles 
and resolution were unanimously adopted : j 
* Whereas, Afver the filing of the bill in Chancery of New Jersey | 
by the Delaware, Lackawanna & Westera Railroad Company to en- | 
join this company from declaring a dividend, it was discovered that | 
the agreement between the two companies, bearing date of March 
16, 1872, was invalid and of no effect; and 
“ Whereas, This company have submitted to their stockholders the 
question whether the said agreement should be again executed, and 
the stockholders have voted one hundred und twelve thousand six 
hundred and ten (112610) sheres refusing, and five thousand nine 
hundred and seventeen (5,917) shares assenting. 
* Resolved, That the Secretary inform the Delaware, Lackawaupa 
& Western Railroad Company of the said response of the stock- 
holders, and of the determination of this company to treat the said 
agreement as invalid and of no effect, and that they refuse to again 
execute the said agreement. 


** A true extract from the minutes.” 


Evansville, Terre Hauve & Chicago. 

This company is now ranning three passenger and two 
freight trains each way daily between Danville, Dll, and 
Terre Haute, Ind, The distance is 55 miles. The company is 
now building an engine house and making an extensive freight 
vard at Danville. 


New Mail Route. 

The Post Office Department has ordered on the new section 
of the Chicago & Rock River Railroad, now owned by the Chi- 
cago, Burlington & Quincy Company, from Cauton (the junc- 
tion with the Chicago & Iowa road) west to Amboy, Il., 264 
miles, at the rate of $1,049 per year, beginning November 16. 
Elkton & Massey’s. 

It is said that responsible parties have offered to build the 
road and complete it in seven months from the day that a free 
way was obtained, if the people would raise $62,000 in addition 
to the State appropriation, and secure the right of way addi- 
tional, the parties contractiug agreeing to take bonds of the 
road for the remainder of the cost. The sum of $44,000 has al- 
ready been subscribed, and most of the peuple along the line 
have agreed to take stock for the right of way. The road will 
extend from Elkton, Md., on the Philadelphia, Wilmington & 
Baltimore road, south to Massey’s, the junction of the Kent 
County and Queen Anne’s & Kent railroads, a distance of about 
25 miles. 

South Mountain Iron Oompany. 

The Thomas [ron Company has bought from ‘he South 
Mountain Iron Company 2,500 or 3,000 acres of ore and timber 
land in Cumberland County, Pa., for about $1,000,000. ‘The pur- 
chase includes a railroad about 25 miles long, leading from 
Carlisle to the property, a charcoal furnace, forge, saw-mill, 
mansion house, and a small town of laborers’ dwellings. The 

urchase was consummated about two weeksago. About one- 
halt the amount was paid by the Thomas Iron Company 
assuming that amount of bonds of the South Mountain Iron 
Company. 

Peoria, Atlanta & Decatur. 
Citizens of Atlanta, Ill., have obtained an injunction against 


extending the taxes of that town to pay the interest on bonds 
issued to the Peoria, Atlanta & Decatur Company. 
Eastern. 

The Springfield Republican of last week says: ‘“‘ The Eastern 
Railroad began, Monday, the long-mooted experiment of a very 
cheap local train, coming into Boston early in the morning be- 
fore labor hours, and going out in the evening after the work- 
day is over. It is to run as far as Lynn, and thie fare to be five 
cents. The first train carried four car-loads, but no short ex- 
perience with such a train can prove decisive of the question 
involved. Time and the certainty of its continuance are abso- 
a necessary to give the experiment anything like a fair 
chance.” 


Wasatch & Jordan Valley. 


Ground has been broken for this new Utah railroad, which is 
to extend from Sandy, a station on the Utah Southern Railroad, 
— tiles south of Salt Lake City, to Alta City, in Little Cotton- 
wood Canon. Tie Company has purchased 3} miles of road-bed 
constructed last summer by the Utah Southern. Seven miles of 
iron has been ordered, and it is intended to have so much track 
laid by the close of the current year. The Salt Lake City Herald 
gives the following account of the route : 

“The preliminary survey, completed last week, shows some 
heavy work, but no great difficulties to be surmounted. The 
elevation at the point selected as the terminus at Alta was 
found to be 4,160 feet above Sandy station—an average of 260 
feet to the mile for the entire sixteen miles of the road. A de- 
tour will, however, be made before reaching the canon which 
will lessen the grade while lengthening the line. Switch-backs 
will also be resorted to whenever demanded along the line, by 
which means the grade will ke reduced to an average of less 
than 200 feet per mile, and the entire length of the line will be 
about twenty miles. If the season proves favorable, work will 
be actively prosecuted without cessation until the completion 
of the railroad. In this event the entire line will be in opera- 
tion in season for the opening of business next spring. 

“To insure more rapid transit than is usual on heavy grades, 
the device of Colonel James 8. French, of Virginia, will be em- 
, whe This invention consists of a supplementary pair of 

iving-wheels attached in the rear of the ordinary locomotive 











ved at the tread, 
and the groove rests astride the T rail when ascending a grade, 
| or at the moment of starting, and are lifted from the rail at 
other times. Traction, ordinarily secured solely by the weight 
of the locomotive, is thus attained mechanically, and much 
more efficient adhesion is thereby induced.” 
Connecticut Central. 
East Windsor, Conn., has voted to take $60,000 stock in this 
company, and individuals in the town have subscribed for 


$50,000 more, and it is expected that South Windsor will also 
subscribe ; it is believed that the construction of the road is 





stocks, fixtures, &c., subordinate to the lien of the Government 





November 6, Colonel Francis Gowdy, of East Windsor, was ap- 


pointed Chairman, and authorized to open books for stock sub- 
The first-mortgage bonds on this section of the road appear | scriptions. 


Rockford, Rock Island & St. Louis. : 

The committee of bondholders in Frankfort have had informa- 
tion that the managers of the company have agreed to avcept 
an additional article proposed by the committee in modification 
of the company’s late proposition for a settlement; and the 
committee has called for the transmission of the bonds and the 
past-due coupons. The former are to be stamped with an 
agreement that they snall represent half their face, and the 
holders will receive preferred stock for the other half. For the 
latter 4 per cent. debt certificates will be given. The mana- 
gers hope hereafter to be able to pay this reduced interest, 


| clear off the floating debt, and thus avoid bankruptcy. 


Dividends. 

The regular quarterly guaranteed dividend, at the rate of 7 
er cent. per annum on the new guaranteed stock of the Cleve- 
and & Pittsburgh Railroad will be paid on and after December 

2 at the office of the Farmers’ Loan and Trust Company, No. 26 
Exchange place, New York. ‘Transfer books were closed on the 
15th, and will be reopened December 2. 
North Missouri. 

‘The trustees announce that the pro rata proportion of the 


| proceeds arising from the sale of this road is $517 for each sec- 
| ond mortgage bond for $1,000, which, or the balance of which 


due, will be paid by the National Bank of Commerce, New 
York, 


Lake Ontario Shore. 
This company announces that 16 miles of its road is com- 
nleted, 44 more fully praded, and that 55 miles of track will 
rave been laid by the close of this year, while the entire line of 
150 miles, with the exception of about five miles of easy work, 
is under contract to be completed next year. 
Northwestern Union. , 
Track has been laid into the city of Milwaukee as far as the 
new freight depot of the road, and the bridge at Jefferson street 
is so far completed that construction trains have crossed it and 
run into the city. The bridge is 230 feet in length. Work on 
the road is bcing pushed forward very fast. : 
Wisconsin Union. 
This road, the Milwankee & St. Paul Company’s line from 
Milwaukee to Chicago, is now opened for freight traflic from 
Milwaukee to Deerfield, Lil, a distance of 61 miles. Tho sta- 
tions and distances from Milwaukee are as follows : 
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Milwaukee, Lake Shore & Western, 

The work on this road has been pushed forward very rapidly 
of late, as subsidies amounting in ahi to $50,000 had been granted 
to the road on condition that the track should be Jaid to the 
city limits of Milwaukee by November 4. To secure these anb- 
sidies all the force available has been employed on grading, 
track-laying and the construction of two bridges over ravines 
just outside the city lines. It is understood that the track was 
aid by the time specified. The northern terminus is at She- 
boygan, about 50 miles from Milwaukee. 

Qanada, Michigan & Ohicago. 

The St. Clair (Mich.) Republican says: ‘*We announce on 
authority the collapse of the organization known as the Can- 
ada, Michigan & Chicago Railroad Company.. Work on the en- 
tire line has been suspended. They have failed to pay off their 
men in full, and prominent merchants otf this city, from whom 
ye: ar have obtained tools, etc., bave attached their 
‘ plant.’ 

The company was engaged in constracting a line from St. 
Clair, Mich., west to Lansing, a distance of 110 miles. Another 
company, the Michigan Midiand, is constructing a road on the 
same line, and there has been an active rivalry between the two 
companies. 

Troy & Boston. . 

It 18 reported that this company will offer to construct a 
branch from Troy, N. Y., to Lansingburg, and will agree to 
run hourly trains thereon, provided the people of Troy will 
subscribe $40,000 to the stock of the Troy & Boston Company. 
— distance between the two places is about two and one-half 
miles. 


Pittsburgh, Wheeling & Kentucky. 4 

Work on this road is progressing well, and it is hoped that 
the grading north of Wheeling will be completed by January 1. 
Track-laying bas commenced at the north end of the road, at 
the junction with the Pittsburgh, Cincinnati & St. Louis road, 
and some five miles of track will be laid this season on that end. 


Hoosac Tunnel, 


The progress of the work in October was as tollows: East 
end, 125 feet; central shaft, eastward, 132 feet ; west end, 140 
feet ; total, 397 feet. Lengths opened to November 1, east end, 
11,060 ; central shaft, east, 1,365; west, 339; west end, 8,438; 
total, 21,002. Lengths remaining to be opened November 1, 
between east end and central shaft, 412 feet, being 82 feet 
more than one-sixteenth of a mile ; between west end and cen- 
tral shaft, 3,417 feet, being 103 feet less than two-thirds of a 
mile. The entrance fro: the east ead to the shaft should be 
opened by the middle of December. 


New York & Halifax. 


The opening of the Intercolonial Railway from Amherst, its 
late terminus, to Truro, N. 8., on the Nova Scotia Railway, com- 
pletes the line of railroad from New York to Halifax, N.'8.,and 
‘the people of that city anticipate great results. It is claimed 

that nearly all the European travel will take this route, owing 
to the greater safety and comfort of land travel and the saving 
of time, which is estimated at ten or twelve hours. 

The distances from New York to Halifax by this route, which 
is somewhat indirect, are as follows : 


Miles 
RE IID catiihs. stn chon bli hich Gumaihietnconnnintiite 234 
Boston to Portland, Mc., by Eastern Railroad ................... 108 
Portland to Bangor, by Mine Central... ........ 20.000... cece sees 138 


Bangor to St. 


‘ ohn, N. B., by European & North American 
Railway * 


y 


odeeee oT] 
Truro to Halifax, by Nova Scotia Railway........... .. so0we sece 61 
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This line is not of uniform gauge, all the lines east of Bangor 
being of 5ft. 6in. gauge. There is alsoa ferry transfer, from 
Carleton, N. B., across the St. John River to the city of St. 
John. The journey requires about 48 hours. 

Pacific, of Missouri. 

The Carondelet Branch is now completed, and trains will be 
running over it regularly next week. This branch extends 
from Kirkwood, 13} miles west by south from St. Louis, nearly 
due east to Carondelet, a distance of 10j miles. There is an 
almost uniform incline from Kirkwood to the River des Peres, 
the maximum grade being 52 feet to the mile. At Carondelet 





now assured. At a meeting of the corporators in Hartford, 


the company has extensive side tracks on the levee, and an in- 
cline leading down to the landing of the transfer ferry boat. 












































































































































































































































































































_ by 34 feet, which will seat some four hundred 
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By this ferry cars can be transferred across the river and thence 
by rail to East St. Louis. The branch is intended almost en- 
tirely for freight, and especially for carryingiron ore to the 
furnaces at Carondelet. There is but one station on tbe line, 
on the Gravois road, six miles east of Kirkwood. The cost of 
the branch has been about £200,000. 


Grand Trunk. 

The Bangor (Me.) Whig says: 

“The Grand Trunk Railway are making arrangements to run 
a freight steamer and four or five schooners from Portland to 
Bangor for the better accommodation of our merchants. Corn 
coming direct from Chicago via Portland will go into vessels 
through the elevator, and be delivered at our wharves in Ken- 
duskeag stream without waste or expense of carting. This will 
greatly facilitate the grain and flour trade.” 


Pennsylvania & Delaware. 

The opening of this road, from Pomeroy on the Pennsylvania 
road to Delaware City, has been delayed by a disagreement 
with the Philadelphia & Baltimore Centrai Railroad, whose line 
is crossed by the new road at Avondale. The latter company 
has torn up the tracks laid down at the crossing by the Penn- 
sylvania & Delaware workmen, and the matter will have to be 
settled by the courts. 


James River & Kanawha Oanal. 

The last session of Congress made an appropriation of $50,- - 
000 for the purpose of making a survey across the State of 
West Virginia; with the view of so extending the James River & 
Kanawha Canal as to connect the former river with the Ohio. 
The proposition was to make the caval wide enough to admit 
of the passage of steamboats of the capacity of 300 tons. 
Parties connected with the surveying expedition have arrived 
in Washington, and say that the survey has been finished, and 
a report on the route will be submitted to the Engineer's De- 
partment. The route proposed, it is said, will follow the James 
and Jackson rivers to the foot of the Allegheny Mountains, at 
a point a few miles from Covington, where it is proposed to 
make a tuanel under the mountains nine-miles long and of the 
full width of the canal. This tunnel will be over 2,000 feet 
above tide water. Two miles from the western end of this tun- 
nel the canal will enter the Greenbrier River, near the iron 
bridge of the Chesapeake & Ohio Railroad over the stream, It 
is proposed to lock and dam the Greenbrier, New and Kanawha 
rivers to a point five miles below Charleston. 

If such an enormous tunnel is necessary to the success of the 
canal, we may be pretty sure it will never be made. The canal 
never could have a heavy traflic, as compared with the Erie 
Canal, for the country to which it forms a reasonably direct 
route is not a large exporter of heavy products, and the route 
is too circuitous for grain from the Northwest, and does not 
terminate in a consuming district. 


Colorado Central. 

The Omaha //erald says : : 

“The Western Division of the Colorado Central Railroad 
(narrow gauge) has been completed from Goldeu, a distance of 
sixteen miles, to a point within three miles of Black Hawk. It 
is now open for business, and has been in running order for 
the last six weeks. Three locomotives, formerly in use on the 
east approach to the Missouri River Bridge, are now used on 
this division, and find constant employment in the transporta- 
tion of freight and passengers. 

‘In some respects this railroad is most remarkable that has 
ever been used for passenger transportation. The line follows 
the cafion of ClearCreek, which is extremely narrow, in some 
cases contracted to a width of 40 feet. It has precipitous sides 
from 800 to 1,000 feet high. Threugh this canon the railroad 
finds its way, folowing closely to the side of the stream, but 
built — rock foundation and beyond the reach of high wa- 
ter. The descent of the creek for sixteen miles is one hundred 
feet per mile, but it is extremely irregular, in many places 
moving along with very low velocity and at other points plung- 
ing over falls from fifteen to forty feet in height. The steepest 

rade used is 175 feet per mile and the shortest curve is 180 
feet radius. . 

“All the cars used are fitted with one loose wheel on each 
axle, by which expedient the friction of the curvature is elimi- 
nated and the locomotives are enabled to draw trains with ease 
which it would be impossible to move if the cars were supplied 
with wheels of the ordinary construction. 

“The average speed on the road is eight miles per hour. 
The operation of a road with these peculiar characteristics be- 
ing in some degree an experiment, the speed has been reduced 
to a limit which is perfectly safe. 1t is anticipated that a high- 
er speed may hereafter be used with entire safety. 

‘During tke construction of this road many doubts were ex- 
pressed as to the practicability of its operation, but the large 
amount of business which is now being transacted over it and 
the freedom from accident which has attended its operation, 
nave rendered it a matter of certainty that with proper care 
roads of this character, and often with grades exceeding 200 
feot to the mile, may be advantageously used. , 

‘«The grading of the road between Golden and Julesburg, a 
distance of 215 miles, was commenced on the 15th of Septem- 
ber, and is being prosecuted with a strong force. Forty miles 
of the road are graded, and it is expected that the force now 
engaged on the road will be able to grade two miles per day 
during favorable weather.” 


Baltimore & Ohio. 


The Cincinnati Enquirer gives the following description of 
this company’s new hotel at Cumberland, Md. : 

‘This building, which was commenced about the ist of July, 
1871, is now rapidly approaching completion. A large force of 
workmen are now engaged puttin on the finishing touches 
preparatory to the opening for the entertainment of travelers, 
which will be about the first of November. The platform, sixty 
feet wide in front of the hotel, is being paved with the Schil- 
linger cement pavement, which has been thoroughly tested in 
the Northern cities, and found as durable as the natural stone. 
[t,is laid in square blocks with circular plots for grass and 
trees, protected by a curb of the same material. The building 
is built of Baltimore pressed brick, with iron caps and balconies 
to the windows. .An ornamental iron piazza, ten and a half feet 
wide, extends around the front and ends, giving a promenade 
of four hundred feet. 

“The center building, 140 feet 8 inches front, is two stories 
high, sarmounted by a lofty cupola, from which is obtained « 
magnificent view of the city and surrounding country. This 
<7 of the building contains the dining room, 148 feet 8 inches 

ersone. It is 
entered by three doors on the front piazza, as well as from each 
end, and is being frescoed in the best style of the art above the 
walnut wainscotting. The wings, 47 by 84 feet, are four stories 
high, and contain, in the northern one, the ticket office hotel 
office and gentlemen’s parlor, with wash-room and water-closets 
for same, and in the southern wing are the ladies’ waiting- 
room, and two parlors, with wash-room and water-closets. 

“The back building, 38 by 97 feet, three stories high, con- 
tains iy kitchen, bakery, pantries, etc., all very large and con- 
venient. 

“The floors above the first story contain two private parlors, 
besides ninety-three single and double rooms, with bath-rooms 
and water-closets in each wing, communicating with the 
porches ia the rear. A lofty and well-lighted basement extends 
under the whole building, which will be used for a restaurant, 
billiard-room, barber shop, wash-house, laundry and cellars for 
storage and fuel, In order to drain ‘the building, over 1,800 
feet of sewerage, from two to three feet in diameter, has been 





constructed all of brick laid in cement. The building is heated 
by steam, provided by two large tubular boilers placed in a 
boiler-house 28 feet by 35 feet, three stories in height. The 
upper stories of this building will be used for servants.” 


Alabama & Chattanooga. 

The Chattanooga (Tenn.) Herald, of October 28, says: 

“The repairs on the Alabama & Chattanooga Road go brave- 
ly on. A strong force of men have been sent down the line to 
raise an engine from the ditch which was thrown off during the 
Alabama rule, in collision with an Alabama Central train. 

“From Chattanooga to a puint 56 miles beyond Attalla the 
road is in the best condition, and the repairs will, in a few 
days, bring up the road to first-class throughout its entire 
length. 

“New rolling stock is expected to arrive from Boston early 
this week. The freight and passenger travel has increascd so 
rapidly that the present rolling stock is put to its utmost ca- 
pacity to fill the demand. All the engines and cars are kept 
constantly on the road. ; ; 

‘* Several new flat cars are now being Built. A very extensive 
transfer platform has been completed within the last few days, 
to be used in transferring freight to and from the Memphis & 
Charleston Road.” 


Peoria, Pekin & Jacksonville. ; 
The reported sale of this road to the Chicago & Alton Com- 
pany has been denied by authority. 


Logansport, Orawfordsville & Southwestern. 

The Terre Haute Express says that this Company has made 
running arrangements with the Toledo, Wabash & Western, by 
which close connections will be made at Logansport, both for 
freight and passenger business. 

Mississippi Central. 

Mr. 8. B. Reed, Chief Engineer, advertises for proposals for 
360,000 cross-ties, tobe seven by eight inches, and nine feet 
ong. Proposals were to be received at the company’s office in 
Jackson, Tenn., up to November 1. 


Maryland & Pennsylvania Line. 

This company, which proposes to build a road from Balti- 
more north to the Pennsylvania State line in Cecil County, has 
commeuced work near Towsontown, Md., parties working from 
that point east to the crossing of the Gunpowder River at 
Cromwell’s Bridge. ° 
The Baltimore Tunnel. 

The Baltimore Gazelle says: 

“The work on this stupendous undertaking is progressing as 
rapidly as possible, and the indications now are that the cars 
will run into the city as far as Pennsylvania avenue by the 
close of the present year. Except a short distance, running 
west from Pennsylvania avenue, and another space near Gilmor 
street, the masonry is completed. At Fremont street a stream 
of water has been encountered, which requires the constant 
use of asteam pump to keep tho water out of the way of the 
workmen. The brick arch of the tunnel, resting on a granite 
foundation, is of the most substantial character. East of Penn- 
sylvania avenue the tunnel is completed nearly to Madison ave- 
nue, and an immense force is constantly “rs to push it to 
completion at the earliest period practicable. While the road 
will pass through an open cut to Gilmor street, the tunnel will 
be more than six thousand yards long, and it is certainly one 
of the most important works of internal improvement in the 
country.” 


Central, of Iowa. 

The Marshall Zimes says: “The Central Railroad is ia re- 
ceipt of 100 new cars. The receipts of this road for the iast 
month were over $80,000. The contract for extending the road 
north to Albert Lea, Minn., has been let, and in less then forty 
days cars will be running to that station. 


Lawrence & Topeka. 

The Leavenworth (Kan.) Times reports that the iron for this 
road has been purchased and arrangements made for the 
speedy completion of the line. 


Leavenworth, Lawrence & Galveston. 

The President of this company, in answer to a delegation 
from Jefferson County, Kansas, says that if the Leavenworth 
Branch of the road is built it will be by way of Oskaloosa, and 
with a branch from Oskaloosa to Atchison, but that nothing 
could be done until next year, and perhaps not then. 


Pennsylvania. 
The company pays its usual half-yearly dividend of 5 per 
cent. in Philadelphia on and after November 30. 


Lancaster & Reading. 

It is reported that the Quarryville Branch of this road will 
be constructed soon. The route is down the Conestoga to Mill 
Creek, thence to the mouth of the Big Beaver to Providence 
and to Quarryville, Pa. 


Lake Erie & Louisville. 

The track on the extension of this road from Findlay, Ohio, 
southwestward has reached Beaver Dam, within 10 miles of 
Lima, and 20 miles from Findlay. 


Atlantic & Great Western. 

The new shops at Meadville, Pa., are rapidly approaching 
completion. One of the car shops is already in use, and the 
roofing of the principal shop is nearly finished. Nearly all the 
buildings will be finished by the end of November, and much of 
the machinery is already in. 


The San Francisco Railroad Question. 

The San Francisco Commercial Herald and Market Review 
gives the following summary of the history of the railroad ter- 
minus question in that city, and the present aspect of the 
case : 

“For some months past the people of this city have been 
kept in astate of great excitement—-much to the injury of 
several leading interests—on the subject of railroads. ‘he 
request made by the Central Pacific for a portion of Goat 
Island as a terminus, was a signal for violent agitation, which 
resuited in the orgauization of a *‘Committee of One Hun- 
dred,” which assumed to itself the prerogative of cece guar- 
dian. After weeks of furious debate, of a personal and acrimo- 
nous nature, interspersed with scenes of low comedy and 
farcical displays, the committee broke into tragments, without 
arriving at any positive conclusion, except that its members, 
who first met as a harmonious whole, composed of our most 
trustworthy citizens, separated with anything but expressions of 
mutual regard and confidence. A determined remnant of the 
committee finally came to an agreement with the Contral 
Pacific, on terms mutually acceptable and beneficial, and then 
adjourned sine die. That agreement was, that, in consideration 
of building its terminus in Sau Francisco, renouncing all de- 
signs upon Goat Island, constructing a bridge across the bay 
at Ravenswood, and other points of minor interest, the 
Central Pacific Railroad Company should receive a sub- 
sidy of $2,500,000 from the city and county of San Fran- 
cisco. The agreement was submitted to the Board of Supervi- 
sors, but was declared to be illegal, as drawn up, by the City 
and County Attorney. Another fragment of the One Hundred 
Committee organized a company to build the Colorado Rail- 
road, from San Francisco to the Colorado River, with the view of 
connecting with the Texas & San Diego Railroad, now in process 
of construction. ‘To this end a subsidy of $10,000,000 was asked 


from the city and county, and acquiesced in by the Board of 
Supervisors. The Mayor vetoed the action of the Board, which 
subsequently passed the ordinance over his veto, and the ques- 
tion will be submitted to popular vote. Yet another fraction 
of the One Hundred espoused the cause of the Atlantic & Pacific 
Railroad, which was also a supplicant for $10,000,000 sub- 
sidy. But this project was defeated and _ effectually 
killed by a simple statement of the company’s financial 
status, the tortoise-like progress it had made in 23 
years, the virtual forfeiture of its charter and claim to pub- 
lic lands donated under conditions that have not been 
complied with, its arrested movements by reason of butting up 
against Indian territory which it has no right or authority to 
cross, and the utter apathy and distrust with which it is re- 
garded by Eastern and foreign capitalists. Yor these and other 
equally cogent considerations, our Board of Supervisors re- 
fused to entertain its application for subsidy.” 


Green Bay & Lake Pepin. 

The track is laid to Plover, Wis., 82 miles from Green Bay 
and 13 miles beyond Amherst, the late terminus. Trains are 
running to Plover, anditis hoped that the track will reach 
Grand Rapids in another week. Hon. L. G Merrill some time 
ago took $50,000 of stock and gave the company 40 acres 
of land at Merrillon, if the road should cross the West Wiscon- 
sin at that point. His offer was accepted and alarge party 16 
now at work grading east from Merrillon. The towns west of 
Merrillon have subscribed $105,000 to the road. 


Delaware & Hudson Canal. 

The following officers and directors of this company have been 
recently in Saratoga, N. Y., holding, it is said, a consultation 
on railroad matters with ex-Gov. J. Gregory Smith, of St. 
Albans, and ex-Gov. Page, of Rutland, Vermont: President, 
Thomas Dickson; Vice-President, George Talbot Olyphant, 
H. S. Pierce, C. F. Young, Thomas Cornell, Gen. A. S. Diven, 
Gen. J. Hammond, I. V. Baker, E. W. Weston, C. F. Mattis, A. 
Diven, E. Diven, Jas. Dickson, J. Clarkson, J. H. Ramsey, W. 
R. Stovis, G. F. Harris, J. C. Platt, H. A. Fonda, H. M. Bovies, 
C. W. Wentz, W. W. Scranton. 


Toledo, Peoria & Warsaw. 

It is reported that this road is about to be leased by the Penn- 
sylvania Company. It is said that negotiations have been go- 
ing on for some time and have lately been completed. Its only 
eastern outlet is over this company’s lines. 


Dayton, Piqua & Toledo. 

Nearly $180,000 have been subscribed for this road in Dayton, 
0. Other towns on the line have also subscribed largely, and 
the prospect is that the road will be built very soon. 


Ouyahoga Valley. 

The surveys south of Akron, O., are completed, and the engi- 
neers are now at work between Akron and Cleveiand. It is said 
that no grade has been found to exceed 40 feet to the mile. 
Three lines have been run through Akron, and the final loca- 
tion will soon be made, 


Milwaukee, Lake Shore & Northern. 


The grading on the Two Rivers Branch is completed from 
Two Rivers to the Little Manitowoc River. The whole force is 
now at work between that stream and the junction with the 
main line near Manitowoc, and the road will vary soon be ready 
for the iron. 


Milwaukee & St. Paul. 

aa La Crosse (Wis.) Republican, of November 2, says: 

‘** Track-laying will be immediately commenced on the River 
road between La Crescent and Winona. It is expected that a 
half a mile of track will be spiked down each day. The Mil- 
waukee & St. Paul Railway Company has made arrangements 
for putting in a winter bridge at the site selected by that com- 
pany for its permanent railway bridge. The contest as to the 
final location of the railroad bridge will be transferred to Con- 
gress and the State Legislatures, as the company refuse to 
accept the location selected by the government engineers.” 


Marquette, Houghton & Ontonagon. 

The Houghton (Mich.) Mining Gazette, of October 31, says : 

‘The contractors on the Michigammi & L’Anse Division of 
this railway feel confident that the road will be in a condition 
to admit the passage of a train its entire length by the Ist of 
January next at the furthest. Work from both ends is being 
driven as fast as possible, and if the weather for the next forty 
days is passably good the gap intervening in the line will be 
well closed up. A few more days will see the road in operation 
to the west end of Lake Michigammi.” 


Houston & Great Northern. 

This company and_ the International Railroad Company have 
issued a circular explaining the causes of the recent issue of 
bonds to the amount of $10,000 per mile. The circular says : 
“Owing to the delay of the State of Texas in issuing certifi- 
cates for subsidy of lands, 10,240 acres to the mile, confirmed 
by decision of Supreme Court, in July, 1872, to the Houston & 
Great Northern Railroad Company, and in furnishing the State 
bonds, $10,000 to the mile, due the International Railroad Com- 
pany, the companies have been unable to use their subsidies 
in providing means for the payment of the work under con- 
tract.” 


Continental. 

An election is to be held in Allen County, Ind., on the ques- 
tion of subscribing $200,000 to the stock of this company. The 
day of election will be December 10. Part of the consideration 
offered for the subsidy is the location of the repair shops at 
Fort Wayne. 


Detroit, Fort Wayne & St. Louis. 
Allen County, Ind., will vote, December 10, on the question 
of subscribing $100,000 to the capital stock of this company. 


Grand Trunk, of Michigan. 

The Three Rivers (Mich.) correspondent of the Detroit Zri- 
bune says: 

‘*The numerous suits against the subscribers to the stock of 
tne “Grand Trunk Railway of Michigan,” which have been so 
long pending in theSt. Joseph Circuit, have been finally settled. 
These cases, 52 in number, have been vigorously defended by 
a company at Three Rivers, organized for that purpose and 
calling itself the ‘‘ Air Line Railroad Protection Company.” One 
case only, that of the company against Lorenzo B. Swartwout, 
went to the Supreme Court and was sent back for a new trial, 
all the others by stipulation awaiting the determination of that 
case ; and as the only error of the company in that case con- 
sisted in not introducing proof that $6,000 per mile had been 
subscribed along the sub-division of the road from the west 
line of Tekonsha township to the west line of St. Joseph Coun- 
ty, it was generally believed that the cases would go against the 
subscribers to the stock. There has been a great deal of ill- 
feeling between the people of Three Rivers and the railroad 
company on this account, and it is cause of rejoicing to both 
parties that a satisfactory compromise has been reseped.” 
Detroit & Bay Oity. 

Work has commenced at the bridge over Cass River at Vas- 
sar, Mich. The bridge is to be a Howe truss of 150 feet span, 
resting on piles at each end, and will be built by the Detroit 
Bridge eee . Within a half mile of Vassar depot the road 
crosses four ait ene over Cass River, one over the Cass 





River Branch of the Flint and Pere Marquette road, and two 
over streets, 





